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Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transpertation-institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and réasenable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A ap ag in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





GOVERNMENT AND WATERWAYS 


HERE are two points in the address, printed else- 

where, made by General Ashburn, chairman and 
executive of the Inland Waterways Corporation, before 
the Ohio Valley Association, that demand comment. One 
is that he, in this address, as always—in which error 
he is followed by other advocates of this government 
transportation enterprise—seems to think it an adequate 
defense or explanation of the government’s continuing 
in this business to say that the law requires it to stay 
in until certain conditions have been fulfilled. To the 
extent that this is true, it is the law that is at fault and, 
when the demand is made that the government get out 
of the transportation business on the rivers, the demand 
is on Congress and not on those who are administering 
the present law. The complaint is against the policy 
represented by the law and not against General Ashburn 
—at least, on that score. 

The remarks of the General with respect to the 
financial showing of the enterprise require the usual 
explanation; it is made possible by the fact that the 
government barge line is operated with the money of the 
people, with no charge for overhead of any kind except 
a charge for depreciation—no cost of capital, taxes, or 
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insurance, to say nothing of payment for the use of the 
waterways, owned by the people and used commercially. 

The other point is the General’s use of the word, 
“propaganda.” In his lexicon, anyone talking or writ- 
ing against the government’s present waterway policy is 
guilty of uttering “propaganda,” and, of course, it must 
be railroad propaganda, for it is utterly inconceivable 
to him and those who think with him that unbiased 
economists and students of business and transportation 
could reach a conclusion different from his and that of 
the President of the United States. All opposition to 
this scheme must emanate from the railroads, because the 
waterways are in competition with the railroads. Of 
cpurse, what the General and his friends are saying on 
every possible occasion is not “propaganda” at all; it 
is merely legitimate defense of a laudable undertaking. 
Certainly, both sides in the controversy are uttering 
propaganda, and propaganda is perfectly legitimate. The 
trouble is that, with men like the General—of whom 
there are many—propaganda that is contrary to their 
own becomes propaganda with quotation marks and a 
sneer, and is due to selfish motives. 


THE RAILROAD PROBLEM 


HE newspapers have contained much in the last 

week or two about administration plans in contem- 
plation for the stabilization of railroad bonds and 
protection of railroad credit, in connection with other 
plans for business revival. There is nothing authentic, 
however, in this connection to report, in addition to what 
was contained in The Traffic World last week, except 
that administration officials this week further consid- 
ered the problem. It was stated that Secretary Mellon 
and his assistants were studying the railroad bond ques- 
tion but that nothing definite had been formulated. It 
was indicated that proposals under consideration would 
require legislative action by Congress to make them 
effective. One report was that the administration was 
waiting to see what the Commission did with respect to 
the railroads’ petition for authority to increase rates 15 
per cent before it went forward with railroad bond 
stabilization measures. 

The railroad bond situation, it was understood, was 
being approached by administration officials from the 
banking angle rather than the railroad angle—that is, 
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But, with export trade such a tremendous 
factor in American business, it follows 
that foreign outlets mean no more to us 
than the transportation systems which 
link them to the centers of production. 
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For this reason, the schedules of Wabash 
Red Ball freights are as rigorously ad- 
hered to as are the sailing dates which 
must not be missed. Serving one of the 
most productive areas in the world, the 
Wabash plays an important part in inter- 
national commerce. Its fast through 
trains have the effect of bringing the 
factories of the middle West right up to 
the seaports’ wharves. 
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the objective, apparently, was to set up an arrangement 
that would, for instance, aid banks holding railroad 
bonds that the banks were being forced to sell at a loss, 
and increase confidence in railroad bonds. One sug- 
gestion under consideration was that an organization 
along the lines of the War Finance Corporation be cre- 
ated to deal with the situation. It was pointed out 
that the credit corporation created by the banking in- 
terests of the country at the suggestion of President 
Hoover might be of assistance in the situation through 
the making of loans on railroad bonds held by commer- 
cial banks. Such action, it was said, would tend to 
increase confidence in railroad bonds and permit them 
to be retained by savings banks and trustees under state 
laws, in addition to relieving certain banks. Strength- 
ening railroad bonds, it was pointed out, would, of 
course, aid the credit of the railroads, but the proposals 
under consideration obviously would not improve the 
railroad revenue situation. 


We should say that nothing in the way of definite 
plans could logically be expected until the Commission 
has decided the rate case, especially in view of the fact 
that the decision ought to come soon. The Commission 
has all the facts and it could make up its mind today as 
well as tomorrow. It ought to do so, for many reasons, 
not the least of them being that consideration of the 
railroad business is a part of the administration’s prob- 
lem in connection with its consideration of all business, 
and the condition of the railroad business cannot well 
be considered intelligently or finally until this case is 
out of the way. 

We beg to point out again, however, that the rail- 
road problem goes deeper than the considerations in- 
volved in this case and the decision in it, no matter what 
it is, will settle nothing, though it may make conditions 
a little better or a little worse for the railroads. 

As we see it, the transportation situation demands a 
scientific determination of the equities involved in regu- 
lation and subsidization or public aid. There is little 
question, in our opinion, that the transportation agencies 
that compete with the railroads have, in some respects, 
an unfair advantage. In so far as the railroads are 
regulated and their competitors are not, they are at a 
disadvantage; in so far as they pay for the construc- 
tion and maintenance of their roadways and their 
competitors do not, they are at a similar disadvantage. 
It ought to be determined whether and to just what 
extent they are at such disadvantage and then the dis- 
advantage, if any, ought to be removed by equalization 
of regulation and exaction of proper charges for the 
use of highways and waterways. The way to determine 
whether there are such disadvantages and how they 
should be removed is through a scientific study by a 
properly constituted, unbiased, and competent commis- 
sion, set up for the purpose. 

After such a commission had made its findings and 


recommendations, and the latter had been put into effect, 
if the railroads were still unable to thrive in competition 
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with other transportation agencies, then we would be 
confronted with the problem of whether they should be 
subsidized in the interest of maintaining a necessary 
transport agency; whether the government should take 
them over and operate them; or whether they should be 
allowed merely to take their chances and live or die, 
prosper or fail to prosper, under a fair competitive 
system. If they did prosper under a system with condi- 
tions equalized, then the problem would be solved and 
no one would have any just cause of complaint. At 
least, there is little use in trying to solve the problem 
until some such scientific and thorough plan as we have 
suggested is tried. 


THE “SHIPPING PUBLIC” 


ONSIDERATION of the transportation problem is 

often confused and made difficult by misuse of terms 
and—still worse—the unsound ideas that lead to such 
misuse. For. instance, it is frequently the case that 
shippers, in setting up their ideas in opposition to those 
of the railroads, speak of themselves as “the public,” or, 
at least, the “shipping public.” There ought to be a 
little clarification here. 


The shipper is a manufacturer of or dealer in com- 
modities in whose business the payment of transportation 
charges directly plays a part. He is just as selfish and 
as interested, on the one side, as is the railroad, on the 
other. He has no right to speak or think of himself as 
“the public,” or even “the shipping public”; there is no 
such thing as the latter. There are the transportation 
agency, the shipper, and the public, the public being 
composed of us all, including the shipper, the railroad, 
and many others also. It is loose thinking that iden- 
tifies the interest of the shipper with that of the public; 
indeed, the interest of the shipper may be and frequently 
is actually opposed to that of the public. For instance, 
it is to the interest of the shipper who can use such 
facilities to have motor truck transportation rates as 
low as possible and the service as free as possible from 
hampering regulation; but if, in permitting such lower 
rates or more facile service, the public is paying part 
of the bill, the public is injured for the benefit of the 
shipper. The same thing applies to waterway transpor- 
tation. It is to the interest of the shipper who can use 
the Mississippi River waterway, for instance, to have 
the service maintained at the existing low rates; but, 
if the public is taxed to make this service and those rates 
possible, then the public is injured for the benefit of the 
favored shipper. 

We are moved to these remarks by the frequency 
with which such phrases as, “the public is entitled to the 
benefits of the most economical and efficient means of 
transportation,” occur in the arguments of shippers. 
The public is, of course, entitled to all this, but what 
“the public” is entitled to and wants—or would want, 
if it understood the facts—is not always what the in- 
terested shipper wants; in fact, the public might want 
something quite different. 
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INCREASED RATE CASE 


The Traffic World Washington Bureau 


Signs interpreted as meaning that the Commission was 
nearing a decision in Ex Parte 103 were noted this week by 
persons highly interested in making estimates as to when the 
report in that matter would be forthcoming, and its nature. 
For instance, it was reported that the Government Printing 
Office had received the manuscript of at least a part of the 
report. One fact counted as a sign was the postponement for 
one day of the argument in No. 17000, part 10, Hoch-Smith hay 
rates within the western district. That argument planned to 
consume three days, was cut down to two. The extra day was 
devoted to a conference, assumed to be on the increased rate 
case, though the Commission has not, so far as can be learned, 
laid aside everything else to devote all its hours of conference to 
the 15 per cent case. As a matter of fact, it has been holding 
some conferences on other cases before it. 

Many rumors came to Washington both as to the time of 
the making of the report and the nature of it. No definite 
foundation could be found for one of them. One of the reports 
was that an increase of 7.5 per cent had been agreed on and 
that the report would be out on October 12, which was a legal 
holiday in New York and, therefore, assured the closing of the 
stock exchange. That report was amusing because it was 
exactly the same as one that was started the day the arguments 
in the case were completed. Always it was assumed by the 
makers of predictions or estimates that the report would come 
at a time when the stock market would be closed—after noon 
on a Saturday, a holiday or at 3:30 o’clock of a Friday after- 
noon, to the end that the making thereof would not throw the 
market into confusion and result either in extremely high or 
low prices not warranted by the facts which a leisurely reading 
of the report would disclose, hurried reading resulting in mis- 
apprehensions. 

The fact that a hearing on a time zone case set at Detroit 
before Commissioner Aitchison on October 15 was postponed 
for a week was taken as a thing of large significance—namely, 
that the final vote on the case was to be taken at the confer- 
ence on October 14 and that it was deemed necessary to have 
all the commissioners present so that there be no tie, five to five, 
on some important phase of the case. 

Obvious as a wart on a man’s nose was the fact that, up 
to the time of the conference October 14, the commissioners 
had seemingly been able to hold their counsel so Well that there 
was nothing that would constrain a temperate mentality to come 
to the conclusion that a decision had been reached. A sug- 
gestion was made and generally accepted that dispatch of manu- 
script to the Government Printing Office did not necessarily 
mean that a decision had been made. It was pointed out that 
the report in every large case contains material that must be 
included in the report, regardless of the nature of the decision, 
and that it would be forehanded to have that matter put into 
type long before the decision had been reached. It was also 
recalled that at this time the Commission is having its annual 
report to Congress put into type. Among the matters likely to 
be discussed in that report is this 15 per cent case. It can be 
discussed in an annual report without regard to the decision 
on the issues raised by the case. 

As early as October 4 men interested in getting news of the 
decision broadcast instantly began making arrangements to 
have the instant use of a telephone over which to make the 
announcement that the expected report had been released. That 
was on account of the reports that came to Washington indicat- 
ing imminence of action. Such reports were believed to be 
based on the speculations of various bureaus in Washington pur- 
porting to be able and willing to keep business men advised, in a 
confidential sort of way, of what was going on in Washington, 
often couched in terms implying that the man who was doing 
the writing was receiving the “low down” for passing on to his 
clients. By the short end of this week, the mortality among the 
“low down” reports was great. Their death left the early belief 
that the Commission probably could not get its decision ready 
until the latter part of October considerably strengthened, 
though, as before set forth, the commissioners seemed to have 
been able to hold their counsel so as to prevent the leaks to 
Wall street such as had irritated them in other important cases. 

Absence from the bench, while the Hoch-Smith hay argu- 
ments were being made, of Commissioners Meyer, Aitchison, 
Eastman and Lewis, created a theory that a decision had been 
reached in the case at the conference October 14 and that the 
four had been deputed to write the report either by their using 
typewriters or having only one clerk in the room with them 
operating the typewriter. That idea had a historic background 
in the fact that Commissioner Aitchison, with his own 
typewriter, a number of years ago wrote the report in a case 
which the Commission was extremely anxious should be a secret 
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until it should be laid upon the tables where the public obtained 
its information. 


PROGRESSIVES AND TRANSPORT 


The Traffic World Washington Bureau 


Establishment of a government railway system, supple- 
mentary to and competitive with the privately owned railroads, 
“whereby the transportation service of the nation may be im- 
proved and whereby standards of service and of rates may be- 
established, which can be applied in the regulation of private 
enterprises,” is recommended by the committee on public utili- 
ties appointed by the conference of progressives held at Wash- 
ington March 11 and 12, 1931, in its report to Senator Norris, of 
Nebraska, chairman of the conference, made public October 16. 

Donald R. Richberg, of Chicago, Ill., is chairman of the 
committee on public utilities, which submitted the report. The 
other members of the committee are: Paul U. Kellogg, editor 
of the Survey, New York City; Amos Pinchot, New York City; 
W. E. Mosher, Syracuse University; Judson King, Washington, 
D. C.; James C. Bonbright, Columbia University; Walter S. 
Bemis, public utility engineer, Chicago, Ill.; Theodore Kron- 
shage, Jr., chairman, Wisconsin Public Service Commission; 
Carl D. Thompson, Chicago, Ill.; Mrs. Ann Dennis Bursch, Wash- 
ington, D. C.; Willis J. Spaulding, commissioner of public 
property, Springfield, Ill.; Kenneth Harlan, public utility engi- 
neer, Portland, Ore.; E. W. Morehouse, Institute for Research 
in Land Economics and Public Utilities, Northwestern Univer- 
sity; J. D. Ross, superintendent of lighting, Seattle, Wash.; Morris 
L. Cooke, consulting engineer, Philadelphia, Pa.; E. N. Nockels, 
secretary, Chicago Federation of Labor; John M. Baer, Wash- 
ington, D. C.; David E. Lilienthal, Public Service Commission 
of Wisconsin; Lloyd E. Bemis, public utility accountant, Chi- 
cago, Ill.; Henry T. Hunt, lawyer, New York City; Charles E. 
Merriam, University of Chicago; Newton Jenkins, Chicago, II1.; 
Martin G. Glaeser, University of Wisconsin; and Stephen Raush- 
enbush, Harrisburg, Pa. 

The committee’s recommendation as to a government rail- 
way system called to mind the testimony of William Jennings 
Bryan when he appeared before the House committee on inter- 
state and foreign commerce, August 29, 1919, and advocated 
government ownership and operation of the main trunk lines 
and state ownership and operation of lines within the states. 

The progressives’ committee said that any public corpora- 
tion organized for the purpose recommended might wisely be 
made subject to the regulatory power of the Interstate Com- 
merce Commission. 

“The co-existence of private and governmental systems of 
railroads, and the beneficial effect of their competition upon the 
service of both, are exemplified in the present railroad opera- 
tions of Canada,” said the committee. 

Other conclusions of the committee with respect to the 
railroads follow: 


The regulation of the railroads by the Interstate Commerce Com- 
mission has been on the whole more effective to protect public in- 
terests than state and municipal regulation of local utilities; but it 
has been far from satisfactory. 

One primary cause of dissatisfaction arises from the establish- 
ment by law of an unsound standard of regulation, provided in sec- 
tion 15a of the interstate commerce act. Drastic revision of this 
section, and the related provisions of the interstate commerce act, 
is essential to free both the railroads and the Commission from im- 
practical requirements. The ‘‘value’”’ of property, which depends upon 
its earning power, can never be made the effective basis of regulation, 
which is intended to limit public utilities to a reasonable earning 
power. 

The Interstate Commerce Commission should be empowered to 
determine the financial needs of the railroads to render adequate 
public service at the lowest practical cost, and to fix and distribute 
the charges for transportation services in proportion, so far as possible, 
to their cost; including in that cost a fair return upon the invest- 
ment prudently devoted to public service. 

Many railroads which perform a necessary public service are un- 
able to compete with other railroads and other means of transporta- 
tion, because of disadvantages of location or an unsound financial 
structure. Such railroads embarrass effective public regulation, and 
are maintained either through private losses or by direct or indirect 
public aid. hey are confessed failures of private enterprise. 

Federal legislation is essential if further consolidations of rail- 
roads are to be encouraged, in order to protect both public and 
private interests in such consolidations. The Interstate Commerce 
Commission should be authorized and required to protect all the in- 
terests involved in such consolidations, including those of security 
holders, of employes, and of communities served by the railroads. 
The Commission should also be required to determine that every 
consolidation, or acquisition of control by one railroad over another, 
has a positive and certain advantage to the public interest, and to 
make sure that subsequently competition will be preserved, either 
between railroads or between railroads and other means of transporta- 
tion. 


The committee said that motor transportation in interstate 
or intrastate commerce should be regulated to the same extent 
and by the same agencies as steam and electric rail transpor- 
tation. It said this included not only the regulation of motor 
vehicles on land but also the regulation of airplane transpor- 
(Continued on page 816) 
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Current Topics in 
Washington 





The equivalent of a library, quan- 
titatively, has been written within the 
year about the surrender of Cornwallis 
to Washington, most of it staccato and 
panegyrical. But little, if anything, has 
been written about the poise George 
Washington always displayed and his ability to. accommodate 
himself to facts he could not alter. For instance, what writer 
has put forth, with emphasis, the fact that Yorktown became 
a great point in history for no reason other than that the 
French naval commander preferred to go to Chesapeake Bay 
than to try operations around New York, as planned by Wash- 
ington? 

Washington planned to attack Clinton in New York. Clin- 
ton intercepted a letter that disclosed the plan to him. There- 
fore, when Washington found it necessary to march toward 
Chesapeake Bay because the French would not come to him, 
Clinton laughed in his sleeve. None so wise as he was to be 
drawn off balance by such a feint as the southward march. 
And when he found that Washington had, with perfect poise, 
accommodated himself to the French plan—if it was not a whim 
—it was too late for him to set out in pursuit. It was also 
too late for Clinton to relieve Cornwallis when the English 
fleet, sent toward Cornwallis’s camp, found the French naval 
strength was too great for it and that the prudent move would 
be to return to New York. Of course, if Clinton had suspected 
that the war weariness of Parliament would become so great 
by March, 1782, that it would no longer support the war in 
America, he might have undertaken something epic for the 
relief of Cornwallis, even to the extent of bringing the whole 
fleet of England to the Chesapeake and wiping out the French 
fleet sooner than it was wiped out, after Yorktown. 

It is conceivable that, if Washington had been crotchety 
and vain about his dignity as commander-in-chief, he would not 
have been drawn away from his plan to attack Clinton in New 
York. But the man who was content to write a diary or journal 
of his daily life in terms of visits to his mill, to Doeg Run, and 
to the neighbors, when he might have set down metaphysical 
speculations, it might be suggested, would remember that the 
obvious things of life were to be attended to by one who desired 
to make a success. Going after Cornwallis and his relatively 
small army, about 8,000 men, encamped on a river in Virginia 
so as to give support to the British navy, might have seemed 
small business in comparison with dislodging Clinton, the Brit- 
ish commander-in-chief, from the mother country’s strong place 
in the colonies. It probably looked like a small enterprise then, 
but to be undertaken because a French naval officer would not 
come to New York. Washington was big enough to do the 
supposedly small things at hand, even if it might have seemed 
beneath his dignity as commander-in-chief. As it turned out, 
the little thing was the one on which historians have had to 
concentrate their attention. There, on the farm that had been 
lived on by his French ancestor (on the distaff side), he made 
his name one of the names known throughout the world, for 
thousands of years, if not for all time in which the civilization 
of today or its better, survives. 


George Washington, 
the Poised and 
Level-headed 





The super salesmen of the Depart- 
ment of Agriculture, the ones who 
taught the farmer how to grow wheat 
that could not be sold, have put out 
the suggestion that the growing of 
Christmas trees as a cash crop is a 
sideline for farmers in some sections of the United States. The 
Forest Service is responsible for the thought. They assert that 
in a bulletin, Farmers’ Bulletin No. 1664-F, which is to be ob- 
tained by writing to the department’s bureau of information. 

However, the Forest Service warns against investments in 
Christmas tree-growing without a thorough consideration of mar- 
keting possibilities, pointing out that, in many localities, the 
Christmas tree market is glutted every year. Nature plants 
Christmas trees in areas where they are indigenous in corners 
of the farm that are good for nothing else. There are millions 
of Christmas trees, of wild or volunteer growth, around Wash- 
ington, and probably other cities, that should warn any man 
that one cent spent in growing Christmas trees would be wasted. 
The cost of getting them to market is the big item, not to be 


Christmas Trees 
Suggested as a Cash 
Sideline Farm Crop 
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forgotten, even if the standing tree is sold for not more than 
five cents. But the activity of the thinkers in the Department 
of Agriculture, probably, will start somebody in a business in 
which he cannot hope to win. 





Anyone giving even a little attention 
to the bulletin board of the Commission 
whereon are set forth the proceedings of’ 
the day, may well wonder whether the 
Commission has any sense of seemliness. The idea of its an- 
nouncing nearly every day that, in such and such a number of 
the docket, it will inquire into the excess income of such and 
such a railroad, a sensitive soul might well believe, is not only 
not seemly but patently heartless. How could anybody have 
excess income at a time like this? 

Seriously, however, the fact that the law requires the Com- 
mission to conduct such an inquiry at any time emphasizes the 
truth that the railroads, in times of prosperity, are not per- 
mitted to lay up all the surplus they can earn against days 
such as these when the volume of traffic is distressingly low. 
Even the fact that the carloading reported this week was 40,000, 
in round numbers, greater than in the previously reported week, 
detracts nothing from that suggestion. 


Eternal Fitness of 
Things Missing 





The fact that President Hoover went 
to Philadelphia on the first Monday in 
October to get an eyeful of baseball 
caused some talk among those who re- 
called that, on that day, the Supreme 
. Court of the United States assembled 
after its recess and that, frequently, the justices of that tribunal 
on that day make a formal call, in a body, on the President of 
the United States. President Hoover probably forgot all about 
the matter. 

However, there is no real ground for adverse comment. The 
court has not been regular in its calls. Sometimes it has 
omitted them altogether. In other years it has called on the 
second day of the term, and sometimes it has waited for a week 
or ten days after the first day. 

Calls of ceremony have not yet become, among Americans, 
customs with the force of law. The State Department people, 
of course, are entangled in the European customs, to a consid- 
erable extent. An embassy clerk ordered to another post must 
leave his P. P. C. cards at the foreign office and other embassies. 
So must those in every grade above him, including the military 
and naval attaches. Such rigor, however, has not yet attached 
itself to the relationship among the coordinate branches of the 
government of the United States. Wherefore, even if President 
Hoover did forget about the possibility of the Supreme Court 
desiring to present its compliments to him on October 5, there 
was no ground for excitement, especially in view of the fact 
that it refurbished its long-tailed coats and high hats and made 
the call on October 12, after the court’s office hours. 


Supreme Court an 
Irregular in Making 
White House Calls 





Horace M. Albright, director of the na- 
tional park service, has announced that travel 
to the national parks passed the three-million 
mark this year and broke the previous record 
by 14 per cent. For official purposes, the travel year for the 
national parks and monuments ends September 30. 

The total number of visitors for the year just ended was 
3,152,845, as against 2,774,561 for the previous year. For the 
sixth consecutive year Yosemite National Park led in numbers, 
with 461,855 visitors. 


Somebody Has 
Some Money 





Analysts in Washington who don’t 
know how profitable George Bernard 
Shaw finds it to be the penny dreadful 
are sputtering over the Shavian propo- 
sition that Russia has upset us and caused our misery by the 
working of her “new” economic scheme of things. Those who 
know their Shaw just laugh. To them the idea of anyone other 
than Americans upsetting the American apple cart is ludicrous. 

Russia, it may be admitted, has done fairly well with ideas 
that were exploded long ago, the Russian people knowing so 
little about politics that they are forced to become dumb, driven 
cattle in the presence of a few tyrants. They have eaten cab- 
bage soup and otherwise starved themselves so as to raise 
capital for the Soviet enterprises. Russia may have helped 
some to depress prices, bringing hardship on what they fain 
would believe constituted the proletariat of the United States 
because the members of it have preferred the American to the 
soviet system. 

But the damage done by Russia, a good accountant, it is 
believed, could show, would not amount to one-hundredth of 
one per cent of the damage the Americans did to themselves 
when they capitalized the idea that every Amercian family 
could always afford to have at least one automobile and when 
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they dropsically capitalized and boomed real estate because 
rents went sky high in war times. Russia, with her few cargoes 
of lumber, a fewer number of cargoes of gasoline, and her 
matches, did not do as much damage, an accountant could show, 
as was done in Washington by real estate thieves, whose names 
are not known fifty miles away from the national capital, though 
they stole millions. 

However, it probably pays Shaw to broadcast as he did 
from London on Sunday. A man who has done his share to 
bring misery on himself and his fellow citizens but has never 
learned how to think is pleased, generally speaking, if some- 
one like Shaw will come along to absolve him of his sins and 
say that the poor Slavs brought about the trouble. 





The lightning rod industry has 
adopted a code of ethics. Each unit 
that accepts the canons of trade has 
promised every other unit to be a 
good business man and not put over 
anything on a neighbor or on the pub- 
lic. The rules have been revised by the Federal Trade Com- 
mission and are solemnly recorded in its minutes. 

And, thus, seemingly, the old lightning rod agent, once 
supposed to be the joy and sorrow of the farmer, is being 
placed in a trade straitjacket. And, thus, the jokes of the now 
gray and graying generation about the exploits of the agents 
are being relegated to the realm of things once believed, even 
if they were not accurate pictures of the situation. So staid 
has the supposedly wild trade become that it has canons against 
inducing breach of contract, defamation of competitors, secret 
payment of rebates, false advertising, selling goods below cost 
with intent to injure a competitor, and the shipping of goods 
not conforming to sample. Even the device of pretending to 
offer goods at a pretended reduced price is verboten.—A. E. H. 


PROGRESSIVES AND TRANSPORT 


(Continued from page 814) 


tation, which it said, should be removed from the Department 
of Commerce and placed under the general supervision of the 
Interstate Commerce Commission. 

Regulation of interstate communication by wire or wireless, 
said the committee, should be delegated to a separate federal 
commission on communications, relieving the Interstate Com- 
merce Commission and the Department of Commerce of their 
functions in this regard, and transferring to the new commis- 
sion the duties of the present Federal Radio Commission. 

“Public control of all public business is essential to self 
government,” said the committee, after taking the position that 
all public utilities performed a function of the state. ‘“There- 
fore, when we have designated private persons as public agents 
and permitted them to own and operate public utilities, we 
have sought to retain public control by means of government 
regulation. It has been thought that we could avoid a purely 
political control of public utility service by establishing enter- 
prises endowed with private legal rights, coupled with public 
obligations. The unfortunate result has been the growth of 
private rights and the decay of public obligations in the han- 
dling of public business. Our efforts at governmental regula- 
tion of privately owned utilities have produced the counter 
force of private regulation of government. We have nourished 
a private financial interest in the control of government that 
is steadily undermining our constitutional safeguards of 
democracy. 

“The recapture of public control of all public business, and 
the elimination of any private monopoly control of public neces- 
sities are the gravest problems that confront the American peo- 
ple today. Involved in the solution of these problems lie the 
relief of our agricultural population from unprofitable labor 
and the relief of our industrial population from insecurity of 
employment. ” 

“It will not be possible for our people to enjoy sustained 
prosperity so long as they are compelled to pay an increasing 
tribute to support the fictitious ‘values’ of vast private fortunes 
which are based on the ‘earning power’ of special privileges. 
It will not be possible for the people to enjoy a representative 
government so long as they are compelled to pay an increasing 
tribute to support the corruption of public opinion and the pri- 
vate control of public offices. 

“In order to recapture public control of public business it 
is not necessary to accept the alternative of a purely political 
control. But it is not intelligent statecraft to continue to sup- 
port a subversive private control and to seek to cripple its 
evil influence through increased severity of public regulation. 
We cannot regulate our regulators. We cannot farm out the 
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collection of taxes, or give to private agencies monopolies of 
public business, without building up a government for private 
profit and breaking down a government for the common good. 

“In recent years the force which has been most effective to 
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control profiteering out of public need has been competition; 
and when private competition has failed, public competition has 
frequently demonstrated its impressive power. Today the bDit- 
terest opposition to public control is found in the field of its 
greatest effectiveness. The railroads complain of competition 
on publicly owned waterways and publicly owned concrete high- 
ways. The gigantic electric power corporations complain of 
the public development of water power and propagandize in- 
cessantly against publicly owned electric plants. The telephone 
and telegraph corporations are extending their control as rap- 
idly as posible over the ‘last great public domain’—the air; 
seeking to prevent a free competition by radio with their mon- 
opolies of communication. 

“The lesson is written plainly for all who will to read and 
to understand: Public competition is the most effective form 
of regulation. The way to recapture public control of public 
business is to promote public operation of public business.” 

The committee said that a definite legal limit should be im- 
posed on individual gain out-of public business. 

In transmitting the report to Senator Norris, Mr. Richberg 
called attention to the far reaching effect of some of the recom- 
mendations made, but asserted that according to the judgment 
of the committee any mere tinkering with a regulatory ma- 
chinery of “proved incompetence would not satisfy the impera- 
tive needs of the situations.” He said it seemed apparent to 
the committee that, in order to destroy “a subversive private 
control” of government and “the corruption of public opinion” 
by those having a huge financial interest “in the private control 
of public offices,” vigorous measures were necessary. He said 
that effective restraint upon these private interests would, of 
course, be denounced as “socialism,” or “bolshevism,” but that 
the program reported by the committee was the product, not 
of socialistic theory, but of a faith in “cooperative individ- 
ualism.” 

“Individual freedom can only be preserved, according to 
progressive doctrine, through opposing equally the tyranny of 
industrial dictators who would control the state and of political 
dictators who would control all industry,” said Mr. Richberg. 


TIME TO CUT WAGES 


Fairfax Harrison, president of the Southern Railway, de- 
clared at a meeting of stockholders this week that the time 
had come when the wages of railroad employes must be reduced. 

“In fairness to the public and the stockholders,” said he, 
“railroad labor should make the same contribution as officers 
of the Southern Railway have done. If organized labor would 
accept a reduction in wages equivalent to that taken by the 
officers, the road would still be in an uncomfortable position, but 
very much better off than it is today.” 

The theory of high wages maintaining prosperity might be 
all right, said Mr. Harrison, but he could not see how it could 
be done unless a man’s revenue producing power was main- 
tained. 

Due to existing contracts the road could not reduce wages 
and no modification of these contracts could be made by an 
individual carrier, he said. 

When asked by a shareholder whether something might 
be done through the taking up of the wage question by the rail- 
roads as a whole, Mr. Harrison answered: “Perhaps that is 
being done.” 

Not busses, but private automobiles, had caused the prin- 
cipal loss in the road’s passenger traffic, said Mr. Harrison. 
If regulated by Congress, trucks would continue to take a por- 
tion of the road’s freight business, but not as much as at present, 
he said. 


CONSOLIDATION AND COAL 


A study of the proposal of the eastern carriers to consoli- 
date into four systems, says the National Coal Association, 
indicate that approximately two-thirds of the coal shipped via 
rail would be handled from mines situated on these systems. 

Using 1929 bituminous coal shipments for the purpose of 
determining the quantity of coal shipped by rail on each system, 
it is found that the shipments were approximately as follows: 
New York Central system, 29,831,000 tons; Pennsylvania system, 
120,847,000 tons; B. & O. system, 60,107,000 tons; C. & O.-Nickel 
Plate system, 97,792,000 tons; total, 308,577,000 tons. There are 
a few small lines not allocated, but the tonnage is not sub- 
stantial. There are some lines that are assigned to more than 
one system, and the tonnage produced on those has been divided 
equally among the systems to which such lines are assigned. 

It is also interesting to note, says the association, that 
anthracite production would be, on the basis of 1930 figures, 
about as follows: New York Central system, 13,986,000 tons; 
Pennsylvania system, 10,813,000 tons; B. & O. system, 25,336,000 
tons; C. & O.-Nickel Plate system, 20,720,000 tons; total, 70,- 
855,000 tons. 


aid Raita asm ada NUE NAS IR GGG ae NP Aline cilia 












Sie saci hie 


Sad ue! Sri ts aeaintens 

















October 17, 1931 


The Traffic World 


Decisions of Interstate Commerce Commission 





REFUSAL TO FURNISH COAL CARS 


The Commission, by division 6, on further hearing in No. 
22391, Excelsior Coal Co. vs. Midland Valley Railroad Co., has 
awarded $2,000 as damages sustained by the complainant by 
reason of the defendant’s refusal to furnish open top cars, upon 
reasonable requests therefor, at Excelsior, Ark., in the period 
from February 28, 1928, to February 28, 1930, inclusive. The 
award, ordered to be paid not later than December 1, is to 
carry interest at the rate of 6 per cent from March 1, 1930. 

In the prior report, 160 I. ‘C. C. 275, the division found that 
the requests of the complainant for open top cars on and after 
February 28, 1929, when a station track was ready for use, were 
reasonable. It found that the refusal of the Midland Valley 
was and for the future would be unjust, unreasonable and un- 
duly prejudicial in periods when sufficient open top cars were 
available to do so and at the same time supply the require- 
ments of tipple mines dependent upon it for such cars. The 
complainant did not operate a tipple mine. The report also 
held that the complainant had been damaged. The case was 
held open for hearing on the amount of damage. 

The complainant claimed $10,953.76. The division, how- 
ever, came to the conclusion from its figuring that the com- 
plainant could have produced and sold a minimum of 1,185 tons. 
It said that the cost of production would not have exceeded 81 
cents a ton. The testimony was that the complainant had a 
contract to sell the ouptput at $2.50 a ton and that the man 
with whom the mine had the contract could not fill orders on 
account of its inability to obtain open top cars. 


CLASS RATES 


The Commission, in a second supplementary report in 
No. 17000, part 2, Western Trunk Line class rates, written 
by Commissioner McManamy, upon reconsideration, has modi- 
fied and corrected previous reports, 164 I. C. C. 1, and 173 I. C. C. 
637, in respect of a short-line railroad, wool in the grease, key 
rates between Watford City, N. D., and percentages. The 
Minneapolis, Red Lake & Manitoba was exempted from a re- 
quirement to participate in joint rates between points where 
none now exist. That road was not a member of the American 
Short Line Railroad Association when that organization had 
short lines exempted, so it had to proceed for itself. 

As to wool in the grease, the Commission said that finding 
No. 20 did not restrain the railroads in revising class rates in 
the manner indicated where applicable to wool in the grease 
in accordance with the findings in Boston Wool Trade Asso- 
ciation vs. A. & R., 172 I. C. C. 435, and Same vs. A. & W., 172 
I. C. C. 458. It therefore denied the petition of the carriers 
for a modification of the finding. In this case the Commission 
pointed out that the findings in the Boston Wool cases and 
in the instant case were not coextensive in territorial scope. 
The railroads, it said, therefore were not precluded by finding 
No. 20 from publishing rates between points within the scope 
of the instant case but not covered by the findings in either 
Boston Wool case. Such rates, the Commission said, would 
stand on the same footing as other rates initiated by the car- 
riers. It added that such rates would not have the Commis- 
sion’s specific approval in any of the three proceedings referred 
to in this report. 

As to the key rates, this report said that in the previous 
reports key rates had been prescribed between specified key 
points in that part of official territory embracing Ohio, the 
southeastern corner of Michigan and east thereof and key 
points in the three western trunk line rate zones, including 
Watford City, Williston, Beach and Dickinson, all in western 
North Dakota, in Zone III. The Great Northern asked for a 
modification of the Commission’s findings and order in respect 
of the key rates from and to Watford City, so as to bring them 
into line with other key rates in western North Dakota. The 
Commission said it appeared the rates to and from Watford 
City were out of line and modified its revised finding No. 8, 
to be effective on December 3, along with other parts of the 
decision, to read as follows: 


Modification of revised finding 8. We find that the maximum, 
reasonable class 1 key rates between Watford City and key points 
in the affected portion of official territory are, and for the future 
will be, rates arrived at by adding to the Williston key rates amounts 
equal to the difference between the Beach and Dickinson key rates 
from and to the same given key points in official territory, all accord- 
ing to the Williston, Beach and Dickinson key rates set forth in 


Appendix I to the original report in this proceeding; and that revised 
finding 8 is hereby modified to this extent. 


Percentage computations appearing on six pages of 
Appendix M of the original report are corrected on pages 283, 
286 and 287. 

On the day this report was made public the Commission in 
a supplemental notice to all concerned, in No. 15879, eastern 
class rate investigation, and No. 17000, part 2, western trunk line 
class rates, reduced from 45 to 30 days the notice to be given 
the public and the Commission by the publishers of the lake-rail 
rates required to be effective on December 3, the effective date 
of the orders in the class rate revisions. This reduction of the 
notice time required was made upon the petition of the Great 
Lakes Transit Corporation and the Minnesota-Atlantic Transit 
Co. (Detroit Trust Co. receiver). The original notice to which 
this reduction notice is a supplement was issued May 11. 

Carrier defendants in No. 17000, part 2, western trunk line 
class rates, have petitioned the Commission to modify the order 
therein in so far as it treats of class and commodity rates 
between points within the same states, applicable via routes 
through adjoining states, by extending the effective date (De- 
cember 3) until such time as rates between the same points, 
applicable via purely intrastate routes, shall have been adjusted 
in conformity to the decision in the proceeding. 

The petitioners pointed out that the Commission in its 
decision said that the commissions of the W. T. L. states were 
cooperating with the federal Commission, and that there was 
no indication that they would not continue their fullest co- 
operation and render decisions as early as feasible on the mat- 
ters under their jurisdictions and affected by these proceedings. 
Accordingly, applications were filed with the various state com- 
missions for authority to establish intrastate rates in harmony 
with the prescribed interstate rates. 

The carriers said that some of the W. T. L. state bodies 
had not yet authorized on intrastate traffic the rates prescribed 
in No. 17000, part 2, on interstate traffic, and that therefore 
pending the disposition of such applications by the state com- 
missions, it was important for competitive equality among car- 
riers that present rates between points in the same states be 
continued via routes through adjoining states where they were 
the same as the rates between such points applicable via intra- 
state routes. 


COMMISSION REPORTS 


Wrought Steel Pipe 


In No. 23291, Youngstown Sheet & Tube Co. vs. B. & O. 
et al. By division 5. Rate, wrought steel pipe, Youngstown, O., 
to destinations in Black Hills district of South Dakota, unrea- 
sonable to the extent it exceeded $1.125. Reparation awarded. 


Ice 

No. 23680, Artesian Ice & Cold Storage Co. vs. St. Joseph 
& Grand Island et al., embracing also a sub-number, Same vs. 
C. R. I. & P. Rates, ice, St. Joseph, Mo., to Seneca and Horton, 
Kan., unreasonable to the extent they exceeded or may exceed 
8 cents to Seneca and 6.5 cents to Horton, 50,000 pounds mini- 
mum. New rates to be established not later than January 11. 
Reparation awarded. 

Butter and Oleomargarine 


I. and S. No. 3548, proportional rates on butter and oleo- 
margarine between Jacksonville and Tampa and related Florida 
points. By division 3. Proposed cancellation of proportional 
commodity rates, butter and oleomargarine, applicable, Jackson- 
ville and Florida Transfer, Fla., on the one hand, and Tampa, 
Port Tampa City, Port Tampa, Boulevard, Ybor City and Ewing, 
Fla., on the other, on interstate shipments originating west of 
the Mississippi River, justified. Order of suspension vacated 
and proceeding discontinued. Schedules resulted from the de- 
cision in Lakeland Chamber of Commerce vs. A. C. L., 140 
I. C. C. 54, requiring the removal of undue prejudice against 
Lakeland and Mulberry, Fla., and undue preference of Tampa 
and other points beyond Lakeland and Mulberry. A proportional 
rate of 47.5 cents will be superseded by a class rate of 83 cents. 

Citrus Fruit Transit 


No. 22985, Jacksonville Traffic Bureau, Inc., vs. S. A. L. et al. 
By division 3. Maintenance by the defendants at described 
points in south Central Florida of transit arrangements on citrus 
fruits shipped thereto from Florida origins for manufacture into 
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citrus fruit products, chiefly juices from culls or odd shaped 
grape fruit and oranges, and reshipment to interstate markets, 
while denying similar arrangements at Jacksonville, unduly pre- 
judicial to Jacksonville canneries and unduly preferential of 
central Florida canneries. Carriers required to establish and 
maintain regulations and practices preventing and avoiding the 
undue prejudice not later than January 18. 


PROPOSED REPORTS 


Virginia Lime Fourth Section 


Fourth Section Application No. 14186, rates on lime and 
ground or pulverized limestone and marl from points in Mary- 
land, West Virginia and Virginia to destinations in Virginia. By 
Examiner C. K. Glover. Recommended that Commission grant 
authority to the carriers to maintain rates, lime and ground or 
pulverized limestone and marl, from points in Maryland, West 
Virginia and Virginia to destinations in the last mentioned 
state without observing the long and short haul provision of the 
fourth section upon the following conditions: That the relief 
shall not apply to circuitous routes in any instance where rates 
between the more distant points, constructed on the basis pre- 
scribed in North American Cement Corporation vs. A. & R., 
153 I. C. C. 481 and 163 I. C. C. 701, are less than 80 per cent 
of the rates which would result from the application of that 
basis to the distances over such circuitous routes, and that 
rates at intermediate points shall not exceed rates on the basis 
prescribed in that case and shall not exceed the lowest com- 
bination. 


COMMISSION ORDERS 


1. & S. 3552, scrap leather (imported) from Canadian points to 
Cincinnati, O. Order further modified to become effective February 
8, 1932 

1. & S. 3625, rates on sand, gravel, stone, chert and other com- 
modities in southern territory. Motion of respondents, A. C. L. et al., 
to cancel suspension order of July 13, 1931, overruled. 


No. 24032, Fruit Service Co. vs. A. T. & S. F. et al. 
ant’s petition for reconsideration denied. 

No. 23619, N. C. Blanchard Co. vs. N. C. & St. L. Complainant’s 
petition for rehearing or reconsideration denied. _ f 

No. 24114, J. N. Brownlee vs. Southern. Petition of complainant 
for rehearing and reargument denied, in view of action of division 
2 reopening case for further hearing under shortened procedure. 

No. 24114, J. N. Brownlee vs. Southern. Proceeding reopened for 
further hearing under shortened procedure. ; 

No. 23668, T. L. Herbert & Sons vs. L. & N. et al. Defendants 
petition for reopening, reconsideration and modification of report, 
denied. 

No. 21972, Frank B. Bowker et al. vs. A. T. & S. F. et al. Com- 
plainants’ petition for modification of opinion and order, denied. 

No. 22684, Hulen-Toops Co. vs. C. C. C. & St. L. et al., No. 22995, 
Davidson Brothers vs. B. & O. et al., No. 23057, Davidson, Seay & 
Adams Co. vs. Same and No. 23123, Peter Fox Sons Co. et al. vs. 
L. & N. et al. Proceedings reopened for reconsideration. 

No. 23903 (and Sub. 1), Krupp Foundry Co. et al. vs. C. of N. J. 
et al. Request by complainants for argument before entire Com- 
mission, denied. 

No. 22935, North Packing & Provision Co. et al. vs. C. B. & Q. et 
al. Defendants’ petition for reopening, reconsideration and reargu- 
ment, denied. “te 

No. 23204, Peters Cartridge Co. et al. vs. B. & O. et al. Petition 
of Western Cartridge Co., a complainant, for reconsideration and modi- 
fication of report and order, denied. 


Complain- 


No. 23177 (and Sub. 1), Carolina Button Corporation vs. A. & Y. 
et al. Defendants’ petition for rehearing, denied. 
No. 23079, Apache Powder Co. vs. A. T. & S. F. et al. Proceed- 


ing reopened for reconsideration on record as made. 

No. 22193, Case Manufacturing Co. vs. N. Y. N. H. & H. et al. 
Petition of defendants for reconsideration of denial by Commission 
of June 1, 1931, of their petition for reconsideration, or to hold record 
open for further action, denied. 

No. 23280, Kendall Co. vs. A. C. L. et al. Order as subsequently 
modified to become effective November 5, 1931, upon not less than 
30 days’ notice, is postponed until further order of the Commission. 

No. 24432, Washington Building Lime Co. et al. vs. A. C. L. et al. 
Defendants’ motion that case be assigned to docket of entire Com- 
mission overruled. 

No. 24120, Walter Young vs. C. of N. J. et al. Motion of defendants 
to dismiss case on ground of failure to prosecute sustained and com- 
plaint dismissed. 

No. 23541, Sonken-Galamba Corporation vs. C. R. I. & P. et al. 
Defendants’ petition for reconsideration, vacation and dismissal of 
complaint, denied. 7 

No. 23501, Shreveport Chamber of Commerce on behalf of Meridian 
Fertilizer Factory et al. vs. T. & P. Complainants’ petition for re- 
consideration on record as made, denied. 

No. 23251 (and Subs. 1 and 2), M. D. Friedman Co. vs. C. & O. 
et al. Petitions of complainant, M. D. Friedman Co. and certain 
interveners and petition of intervener, Roanoke Scrap Iron & Metal 
Co. for reopening and reconsideration of No. 23251, and petition of 
defendant, C. & O., for reopening and reconsideration of No. 23251, 
Sub. 2, denied. 

No. 22965 (and Subs. 1 and 2), M. A. Bell Co. et al. vs. A. A. 
et al. Petition of complainants and certain interveners for rehearing 
and/or reconsideration and/or oral argument before entire Com- 
mission to show cause for rehearing, denied. 

No. 23572, W. W. Benjamin Co. vs. Pennsylvania et al. 
plainants’ petition for reconsideration and reargument, denied. 

No. 23289, E. F. Craven Co. et al. vs. A. & E. et al. Complain- 
— petition for rehearing, reconsideration and/or reargument, de- 
nied. 

No. 23348, Southern Traffic Association vs. B. & O. et al. Pro- 
ceeding reopened for reconsideration with respect to reparation. 


Com- 
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_ _No, 23369, Salle Construction Co. vs. D. & R. G. W. et al. Peti- 
tion of complainant for reconsideration and/or rehearing, denied. 

No. 21494, Kansas Live Stock Association et al. vs. A. & S. et al. 
Complainants’ petition for reconsideration and further hearing, denied. 

No. 23179, Ohio Valley Refining Co. vs. S. A. L. et al. Petition 
of complainant for partial reconsideration by entire Commission and 
that reparation be awarded on shipments moving prior to March 1, 
1930, denied. 

_No. 16565 (and Sub. 1), Lone Star Gas Co. vs. A. B. & A. et al. 
Petition of southern defendants for reconsideration, denied. 

No. 17923, Boylé American Potato Co. et al. vs. A. T. & S. F. et al. 
Defendants’ second petition for reconsideration, denied. 

No. 20939, Hyman-Michaels Co. vs. S. A. L. et al. and No. 23587, 
Same vs. S. A. L. Petition of complainant for a hearing in No. 
23587 or rehearing and/or oral argument in No. 20939, denied. 

No. 21358, American Tar Products Co. vs. A. G. S. et al. Defend- 
ants’ petition for reopening, reconsideration and/or rehearing, denied. 


No. 22103, Kalbfleisch Corporation vs. B. & A. et al. Complain- 
ant’s petition for reargument, denied. 
No. 22361, Chapple Brothers vs. A. T. & S. F. et al. Complain- 


ant’s third petition for reconsideration and/or rehearing, denied. 

No. 23793, Union Underwear Co., Inc., vs. Southern et al. Defend- 
ants’ petition for reconsideration, denied. 

,No. 23096, Charles S. Walton & Co., Inc., vs. B. & O. Complain- 
ant’s petition for reconsideration on record as made, denied. 

No. 18227, Earl L. Reeb vs. B. & O. et al. Order of December 
9, 1927, vacated and set aside. 

_ No. 24600, Cast Stone Institute vs. A. & W. et al. Motion of cer- 
tain defendants to dismiss complaint or have complaint made more 
definite and certain, overruled. 

No. 23141, Southern Cotton Oil Co. vs. C. R. I. & P. et al. Pro- 
ceeding reopened for reconsideration by entire Commission on ques- 
tion of reparation. 

No. 24348, Elkhorn Collieries Corporation vs. L. & N. et al. Com- 
plainant’s request for argument before entire Commission, denied. 

No. 23910, Rinehart & Dennis Co. vs. G: & N. et al. Complain- 
ant’s petition for rehearing, denied. 

No. 23638, Alpha Lux Co., Inc., vs. Reading et al. Order modified 
to become effective on December 3, 1931, upon not less than 30 days’ 
notice, instead of November 16. 

_No. 22771, Falling Spring Lime Co., Inc., vs. C. & O. et al. 
plainant’s petition for reconsideration denied. 

No. 22771, Sub 1, Falling Spring Lime Co., Inc., vs. Pennsylvania 
et al. Petitions filed on behalf of complainant and defendants, denied. 

No. 18732, Andrews Brothers et al. vs. Pennsylvania et al. and 
No. 19500, George L. Collins Co. et al. vs. Pennsylvania et al. Com- 
plainants’ petition for rehearing, reargument, reconsideration and 
modification denied. 

_No. 23074, Atlantic Terra Cotta Co. et al. vs. A. C. & Y. et al. 
—— filed on behalf of complainants and certain interveners, de- 
nied. 

No. 23428, James B. Clow & Sons, United States Pipe & Foundry 
* vs. A. & E. et al. Complaint dismissed upon request of complain- 
ants. 

No. 24641, Union Asphalt Co. vs. C. R. I. & P. et al. Mexican 
Petroleum Corporation of Louisiana, Inc., permitted to intervene. 

Finance No. 8937, application of C. M. St. P. & P. for certificate 
to acquire by purchase a portion of the line of Ontonagon Railroad, 
ete. First Union Trust & Savings Bank, of Chicago, IIl., permitted to 
intervene. 

1. & S. 3535, coal from Illinois, Indiana and Kentucky to Minnesota, 
North Dakota and South Dakota. Motions for reopening, reconsidera- 
tion and argument by South Dakota Board of Railroad Commission- 
ers, Armour & Co., and Traffic Bureau, Aberdeen Chamber of Com- 
merce, Aberdeen, S. D., overruled. 

No. 23640, rates on petroleum and petroleum products within state 
of Montana, and No. 23658 and Sub. 1 and 2, White Eagle Oil Cor- 
poration vs. B. A. & P. et al. Petition of respondents and defend- 
ants for rehearing, reopening and reconsideration denied. 

No. 23496 (and Sub. 1), Covey-Ballard Motor Co. vs. A. & S. et al. 
Defendants’ petition for rehearing and/or reopening for reconsidera- 
tion by entire Commission and for consolidation of cases denied. 

No. 23504, International Agricultural Corporation et al. vs. C. & 
T. M. et al. and No. 24052, Ware Brothers Agency vs. B. & O. et al. 
Proceedings reopened for reconsideration. 

No. 24676, Minneapolis Traffic Association et al. vs. A. A. et al. 
Allied Mills, Inc., permitted to intervene. 

No. 24446, Beatrice Steel Tank Manufacturing Co. et al. vs. C. 
B. & Q. et al. F. D. Kees Manufacturing Co. permitted to intervene. 

No. 22881, Chamber of Commerce of Sapulpa, Okla., vs. St. L.- 
S. F. et al. Proceeding reopened for reconsideration. 

No. 15037, Southwestern Millers’ League et al. vs. A. T. & S. F. 
et al., No. 24676, Minneapolis Traffic Association et al. vs. A. A. et 
al., No. 24725, Omaha Grain Exchange of Omaha, Neb., vs. A. A. et 
al., and |. & S. 3634, Grain and related articles from Kansas City, 
Mo., etc., to E. Ft. Madison, Ill, No. 15037 is reopened for further 
hearing and assigned for further hearing and Nos. 24676, 24725 and 
I. & S. 3634, are assigned for hearing October 28, 10 a. m., standard 
ee. at Sherman Hotel, Chicago, Ill., before Examiners Mackley and 

all. 

No. 21978 (and Sub. 1), Manassa Timber Co. vs. St. L.-S. F. et al. 
Defendants’ petition for rehearing and vacation of order denied; order 
further modified so as not to require defendants to establish and 
maintain rates on piling, in carloads, from Farrenberg, Mo., and, or- 
der modified to become effective on or before October 26, 1931, upon 
not less than 15 days’ instead of 30 days’ notice. 

_Finance No. 6765, Oregon Electric construction, etc. Time _ pre- 
scribed in said certificate and order within which the Oregon Elec- 
tric shall complete construction of lines of railroad therein authorized, 
is further extended to December 31, 1932. 

Finance No. 8100, Sumpter Valley abandonment. 
signed for reargument at time to be fixed. 

Finance No. 8471, Charleston & Western Carolina et al. con- 
struction and operation. Time prescribed in said certificate within 
which the C. & W. C. and C. C. & O. of S. C. may commence and 
complete the construction of connecting track therein authorized, is 
extended to October 1, 1932, and October 1, 1933, respectively. 

Finance No. 8482, Rio Grande & Eagle Pass control. Petitions, 
of New Orleans, Texas & Mexico and Fidelity-Philadelphia Trust 
Co. for rehearing and reargument denied. 

No. 24673, D. J. Donati, Jr., and L. N. Donati, co-partners, trad- 
ing as Fibre Board Container Co., vs. B. & O. et al. Standard Paper 
Manufacturing Co. permitted to intervene. 

No. 24699, W. S. Dickey Clay Manufacturing Co. vs. N. C. & St. 
L. et al. Tennessee Products Corporation permitted to intervene. 

No. 23044, Blue Ridge Glass Corporation vs. A. & B. B. et al. 
Proceeding reopened for reconsideration upon record as made. 


Com- 


Proceeding as- 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, D. Maine, S. D.) Successful plaintiff in 
action to recover overcharges on interstate freight held entitled 
to reasonable attorney’s fee, to be taxed as costs (interstate 
commerce act, sec. 8 (49 USCA, sec. 8)).—Ingalls vs. Maine 
Cent. R. Co., 51 Fed. Rep. (2d) 310. 

In action to recover overcharges on interstate freight, attor- 
ney’s fee to be allowed plaintiff must be fixed on basis of action 
for amount recovered, not amount claimed (interstate commerce 
act, sec. 8 (49 USCA, sec. 8)).—Ibid. 

Plaintiff recovering $200 overcharges on interstate freight 
held entitled to $75 as attorney’s fee, to be taxed as costs 
(interstate commerce act, sec. 8 (49 USCA, sec. 8) ).—Ibid. 





+ 7 ¢ °@ 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





(District Court, S. D. New York.) Statute as to non-liability 
for loss of cargo due to negligent management or navigation 
does not apply to private carriers (Harter act, sec. 3 (46 USCA, 
sec. 192)).—Tice Towing Line vs. James McWilliams Blue Line, 
51 Fed. Rep. (2d) 243. : 

Statute as to non-liability for loss of cargo due to negligent 
management or navigation does not apply to carriage wholly 
within same port (Harter act, sec. 3 (46 USCA, sec. 192) ).—Ibid. 

Barges which are private carriers and bailees of cargo are 
liable for loss or damage due to negligence of tug helping 
barges perform their contract.—Ibid. 


SPLIT DELIVERY DECISION 


The federal court for the southern district of New York, 
in the case of Isthmian Steamship Company and Argonaut 
Steamship Line, Inc., petitioners, vs. United States of America, 
has upheld the order of the Shipping Board in No. 45, Asso- 
ciated Jobbers and Manufacturers vs. American-Hawaiian Steam- 
ship Company et al., requiring petitioners and other intercoastal 
carriers to adjust their rates and charges “so that in future, 
for or in connection with transportation from Atlantic coast 
ports of carload quantity shipments solid delivered to one con- 
signee at one Pacific coast port, each of said ... carriers shall 
exact compensation not higher than ten (10) cents per one hun- 
dred (100) pounds below that which it contemporaneously exacts 
for or in connection with the transportation of similar carload 
quantity shipments from Atlantic coast ports split delivered 
between Pacific coast ports.” 

The Associated Jobbers of Los Angeles in a complaint filed 
with the board assailed the practice of defendant steamship 
lines of charging prevailing carload rates on carload quantities 
delivered in segments between two or more Pacific coast ports 
of call, as being in violation of sections 16 and 18 of the shipping 
act. ' 
“The 1,300 odd pages of testimony taken before the Shipping 
Board have been carefully examined and we are entirely satis- 
fied,” said the court, “that there was ample evidence justifying 
its conclusion that a split delivery of cargo lots between Pacific 
ports of call involved services substantially greater than those 
rendered where quantities are delivered in carload lots.” 

The court said the testimony that split deliveries involved 
services substantially greater than delivery of carload lots and 
that an additional charge of 10 cents a hundred pounds was 
made for services resembling those for split deliveries was the 
basis for the order which the board made. 

The court ruled against contentions of the two steamship 
lines that attached the board’s order that the complaint filed by 
the Associated Jobbers of Los Angeles was not made by a per- 
son authorized to institute such a proceeding; that a “person” 
to be qualified to file a complaint must be one directly affected 
by the alleged violations of the act; that the board erred in 
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allowing interventions; that the name of the complainant was 
changed in the time between the filing of the complaint and 
the making of the order and that therefore the cease and desist 
order of the board was improper; that the government could 
not prevail in its motion to dismiss the petition because the 
allegation in the petition must be taken to be admitted by de- 
murrer that there was no evidence that “any particular person, 
company, locality of description of traffic has been subjected to 
any undue or unreasonable prejudice or disadvantage” by the 
steamship petitioners; and that the board refused to find the 
rates were unreasonable, as it might have done under section 
18 of the shipping act had the facts warranted, and that no 
statutory authority existed for establishing non-prejudicial and 
non-preferential rates. 

The court held that the board had power under sections 16 
and 22 of the shipping act to remedy preferences by requiring 
adherence to relative rates. Continuing, the court, in part, said: 


The contention that the board had no competent evidence that 
split-delivery cost the petitioners more than delivery in carload lots 
is quite unfounded. Even their own witnesses showed that the cost 
of split delivery was greater. Petitioners principally relied on the fact 
that they had contracts with stevedores at a fixed price per ton and 
ignored the consideration that while the price for each service was 
uniform under these contracts the labor involved in split-deliveries 
was substantially greater than that for cargo lots. In fact, under the 
arrangement the carrier was getting a perferential stevedoring rate 
for split-deliveries, giving the benefit of it to customers who were 
interested in those deliveries and burdening those who took deliveries 
in carload lots with a higher rate than was necessary or just. The 
testimony as a whole clearly established that a preferential rate was 
given for split-deliveries. Not only is the weight of all the evidence 
to the effect that the cost of split-deliveries substantially exceeds 
deliveries in carload lots, but the proof that these very petitioners 
make an additional charge of 10 cents per 100 pounds for consolidat- 
ing freight into a carload lot and for split delivering a carload quantity 
among different consignees at one port is most persuasive evidence 
that the differential fixed by the board is fair. In our opinion there 
can be no doubt that the administrative action of the board was 
within its powers and is subject to no criticism by this court. ... 

‘The petition is dismissed and the application for an injunction is 
denied. Proposed findings of fact and conclusions of law may be 
submitted within ten days. They will not be made part of the record 
and are suggested only to aid the court in preparing its formal de- 
cision. 


The Shipping Board, before it was known that the case 
had been decided, postponed the effective date of its order until 


30 days from October 11. This order, in view of the fact that 
the court has yet to prepare its formal decision, will stand. 


PORTS PREFERENCE CASE 
The Traffic World Washington Bureau 


Arguments were made in the Supreme Court of the United 
States on October 12 on the questions of power under the third 
section of the interstate commerce act raised by the Commission’s 
decision in Galveston Commercial Association vs. G. H. & S. A. 
et al., 160 I. C. C. 345. In that case the Commission definitely 
abandoned the standard for determining whether a_ specific 
railroad or railroads were or were not guilty of undue prejudice 
and undue preference laid down by it in Ashland Fire Brick 
Co. vs. S. Ry. Co., 22 I. C. C. 115. In the Galveston case it 
decided that the Texas & Pacific and Louisiana Railway & 
Navigation Company, now the Louisiana & Arkansas, were 
guilty of undue prejudice to Galveston, Tex., and undue pref- 
erence for New Orleans, La., notwithstanding the admitted fact 
that they did not serve the Texas port with their own rails. 

The question as to power came to the highest tribunal in 
No. 24, the Texas & Pacific and Louisiana & Arkansas et al. 
vs. United States of America, Interstate Commerce Commission 
et al., on appeal from the federal court for the southern district 
of Texas. The railroads serving Louisiana ports asked the 
district court, unsuccessfully, to enjoin the enforcement of the 
Commission’s orders. There were a number of decisions and 
orders in the controversy prior to the order made in 160 I. C. C. 
345. 

Time was assigned by the court to T. J. Freeman for the 
appealing railroads, the ones serving New Orleans over their 
own rails; R. S. Outlaw, for the railroads serving Galveston; 
Wylie M. Barrow, for Louisiana; John St. Paul, for the com- 
missioners of the port of New Orleans; Luther M. Walter, for 
the Joint Traffic Bureau of New Orleans, Kansas City Board 
of Trade and other organizations interested in preserving rate 
equality between Galveston and New Orleans, and Daniel W. 
Knowlton, for the Commission. While Galveston and New Or- 
leans are the ports mentioned the decisions and the arguments 
also pertain to Texas ports around Galveston and to Louisiana 
ports around New Orleans. Export, import and coastwise traffic 
were covered by the report and order of the Commission, which 
directed the railroads to remove undue prejudice against the 
Texas ports. 

Under the rule laid down in the Ashland Fire Brick case 
a railroad could be found guilty of undue prejudice if it con- 
trolled the rates to both the prejudiced and the preferred points 
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and was therefore able, by its own power, to remove the undue 
prejudice. In the Galveston case the Commission construed the 
third section of the interstate commerce act so as to make it 
possible for it to enter an order directing the New Orleans 
lines, not serving Galveston with their own lines, to remove the 
undue prejudice found by the Commission. Commissioner Camp- 
bell, author of the Commission’s report, said that the New 
Orleans lines could remove the undue prejudice by raising their 
rates to New Orleans. The New Orleans lines retorted that 
that was tantamount to their being required to make rates that 
would short haul them, that is, higher rates to New Orleans 
than to Galveston, thereby constraining traffic originating on 
their own lines to go out through the Texas ports at lower 
charges than it could obtain via New Orleans. 

The Texas port lines, in their arguments before the court, 
supported the Commission’s order, denying that the Louisiana 
lines were entitled to injunctive relief. The Galveston Chamber 
of Commerce, also supporting the Commission’s order and the 
denial of an injunction by the federal court, claimed that the 
order was entered in pursuance to the policy of the law direct- 
ing the Commission to protect and preserve commerce of the 
various ports. 

Among the contentions made by the Louisiana interests 
there was one that the order violated that clause of the Consti- 
tution saying that “no preference shall be given by any regula- 
tion of commerce or revenue to the ports of one state over 
another.” For the Commission it was said that while regulation 
under the commerce clause of the Constitution of railroad rates 
to the ports might affect the ports of one state more than those 
of another, that was nota giving of a preference within the mean- 
ing of the constitutional prohibition. It was further said that 
orders fixing a relationship between New Orleans and the Texas 
ports were not orders requiring the establishment of through 
rates which short-hauled the appellant railroads in contravention 
of section 15 (4). It was further contended in behalf of the 
Commission that the Texas & Pacific and the Louisiana Railway 
Navigation Co. were just as much parties to the discrimination 
against the Texas ports as if they reached those prejudiced 
localities as well as the preferred locality. The Commission’s 
brief reiterated that the New Orleans lines could remove the 
undue prejudice by raising their rates. 

In behalf of the complaining Galveston organization it was 
contended that the order of the Commission was not, as 
asserted by the other side, an effort to regulate commercial 
conditions or to counteract the natural advantages of New 
Orleans. Participation by the appellant carriers in the preju- 
dicial and preferential rates, it was contended, afforded a suffi- 
cient legal basis for the order directing them to remove the 
undue prejudice. 

An argument in behalf of Louisiana was that the New 
Orleans lines should be allowed to initiate their own rates as 
they were permitted to do by the interstate commerce act. 
Further, it was contended in behalf of Louisiana that the orders 
of the Commission would destroy the policy of equality of Gal- 
veston and New Orleans of more than thirty years’ standing. 
Upon the faith of that equalization it was said for Louisiana, New 
Orleans had invested more than $100,000,000 in port facilities 
and that enforcement of those orders, declared to be illegal, 
would result in New Orleans having idle millions invested in a 
ruined port. 

The argument for the New Orleans Joint Traffic Bureau 
was that the Commission’s orders, being designed primarily as 
New Orleans claimed, to equalize the commercial advantages of 
New Orleans and to offset the disadvantages of Galveston, and 
not to cure violations of the interstate commerce act, were void 
and should be set aside. 

For the appellant railroads it was asserted that the orders 
of the Commission transcended the power and authority re- 
posed in the Commission. In addition it was declared that the 
orders were both contrary to and unsupported by the evidence 
and should therefore be set aside. 

In the course of the argument the attorneys reviewed the 
decisions of the Commission and the courts, Louisiana ports 
taking the broad ground that the earlier decisions of the Com- 
mission and the courts, when properly read, afforded:no ground 
for the disregard of the rule laid down in the Ashland Fire 
Brick case. The Texas ports, taking the same cases, contended 
that the power asserted by the Commission was as the decision 
in this case said it was. 


A. C. L. FLORIDA TRACK CASE 


The Supreme Court of Florida has denied the motion of the 
Atlantic Coast Line to have that tribunal quash, stay or modify 
an order issued by it requiring the carrier to rebuild an aban- 
doned line, about five miles long, between Yuste and Monticello, 
Fla. The carrier abandoned the track when it shortened its 
line in that part of Florida, without applying to the Commission, 
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directly, for permission to abandon, although it applied for 
permission to do the work that resulted in the abandonment of 


‘ the five miles of track in question. 


It has resisted efforts on the part of the state authorities 
to compel reconstruction and operation of the abandoned track, 
asking the Commission first for permission to abandon and 
then for permission to construct but at the same time denying 
that public interest required the construction. The Commission 
gave no relief and the federal Supreme Court dismissed its 
appeal from the Supreme Court of Florida which required re- 
building. 


CLAIM AGAINST SHIPPING BOARD 


A claim of the Matson Navigation Company against the 
Shipping Board for an alleged unpaid balance of $49,373.11 for 
compensation for requisitioned vessels of the company will be 
reviewed by the Supreme Court of the United States in No. 137, 
Matson Navigation Co. vs. United States. The Court of Claims 
held it did not have jurisdiction to consider the claim and 
dismissed the case. The Supreme Court granted the steam- 
ship company’s petition for a writ of certiorari October 12. 


LOS ANGELES STATION CASE 


The Supreme Court of the United States has refused to re- 
consider its decision in the Los Angeles union station case in 
which it upheld an order of the Railroad Commission of Cali- 
fornia requiring railroads to build a new passenger station in 
Los Angeles. (See Traffic World, May 23, p. 1257.) 


I. C. C. REPARATION POWER 


By granting the petition for a writ of certiorari to the 
Circuit Court of Appeals, ninth circuit, in No. 98, Arizona Gro- 
cery Co., petitioner, vs. A. T. & S. F. et al., and Arizona Grocery 
Co., petitioner, vs. Southern Pacific et al., the Supreme Court of 
the United States, October 12, announced it would review the case 
which raises the question whether the Commission has the power 
to award reparation when it condemns a Commission-made rate 
as unreasonable. The petitioner was awarded reparation on 
sugar from California points to Phoenix, Ariz. The district 
court upheld the order of the Commission, but the Court of 
Appeals held it invalid. (See Traffic World, August 1, p. 224, 
and August 8, p. 283.) 


COMBINATION RULE CASE 

The Supreme Court of the United States, October 12, in No. 
70, M. Hohenberg et al., petitioners, vs. Louisville & Nashville 
Railroad Co., denied a petition for a writ of certiorari to the 
Circuit Court of Appeals for the fifth circuit, thereby refusing 
to review the decision of that court setting aside an order 
of the Commission for payment of money as an overcharge on 
cotton (112 I. C. C. 325; 118 I. C. C. 157). The case involved 
the applicability of the Jones-Kelly combination rule, according 
to petitioners. 


ROCK ISLAND TAX CASE 
The Supreme Court of the United States, October 12, denied 
a petition for a writ of certiorari to the Circuit Court of Ap- 
peals, seventh circuit, in No. 78, Chicago, Rock Island & Pacific 
Railway Co. vs. Commissioner of Internal Revenue, seeking 
review of a decision relating to income and profit taxes. 


I. ©, C. CASES ARGUED 


The Supreme Court of the United States this week listened 
to arguments in three sets of cases involving orders of the Com- 
mission, other than the Galveston-New Orleans port preference 
case. The first case, Nos. 36 and 37, consolidated, involved rates 
prescribed by the Commission on sand and gravel for application 
in that part of Louisiana west of the Mississippi River. The case 
was presented for the United States and the Commission by 
John Lord O’Brian, by W. M. Barrow for the Louisiana commis- 
sion and by Harry McCall for the railroads. The cases were 
begun by the Louisiana commission. The federal district court 
at New Orleans denied the injunction sought by the state author- 
ities who took the appeal. 

Another case was No. 69, Chicago, Rock Island & Pacific vs. 
United States and Interstate Commerce Commission, It involved 
the car hire settlement rule laid down by the Commission in 
the car hire settlement case. The dissatisfied railroads sought 
an injunction in the federal court for the northern district of 
Illinois, but were unsuccessful, hence the appeal. John Lord 
O’Brian represented the United States and the Commission in 
that case and Frank H. Towner the railroads. 

The third case, No. 1, Akron, Canton & Youngstown vs. 
United States and Interstate Commerce Commission, involved 
the rates on fertilizers and fertilizer materials prescribed by the 
Commission for use in central territory, the complaint about 
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which was made by the Ohio Farm Bureau Federation. The rail- 
roads, in that case brought in the northern district of Illinois, 
contended that the decision was founded on an erroneous con- 
struction by the Commission of the Hoch-Smith resolution and 
was otherwise in contravention of law. It was argued by J. 
Stanley Payne for the government and the Commission and by 
L. P. Day for the railroads. 


HOCH-SMITH HAY ARGUMENTS 


The Trafic World Washington Bureau 


A view that section 15a is to the railroads what the Hoch- 
Smith resolution is to the farmers was placed before the Com- 
mission in arguments on October 15 in No. 17000, part 10, Hoch- 
Smith hay rates within the western district, by John E. Benton, 
general solicitor for the National Association of Railroad and 
Utilities Commissioners, speaking for the state commissions. He 
opposed the report made by Examiners Worthington and Walsh 
which he said was based upon a misconception of the law. The 
examiners recommended the making of rates on hay on approx- 
imately the level of the rates prescribed by the Commission from 
central territory into the south, somewhat lower than class C 
rates and somewhat higher than those on livestock. 

Misconception of the law, Mr. Benton said, was shown by the 
examiners in two sentences. The first was: “The transportation 
act of 1920 imposes upon the Commission in the exercise of its 
powers, the duty of securing to the carriers of the country as 
a whole a fair return upon the aggregate value of their prop- 
erties devoted to transportation.” The second sentence, Mr. 
Benton said, was: “The Hoch-Smith resolution recognized and 
provided for a continued performance of this duty by the Com- 
mission in readjusting the rate structure of the country in the 
manner therein directed.” 

“Whatever you may do to hay rates in the western district— 
whether you place them on a basis of minimum profit, as I 
believe you will,” said Mr. Benton, “or raise them so high that 
hay ceases to be produced except where it can be moved to 
market by truck, I hope you will never send out to the world 
a report with that statement in it.” 

Pointing out that ever since section 15a was enacted the 
carriers had claimed that Congress had made it the Commis- 
sion’s duty to obtain the section 15a return, Mr. Benton said 
that this report made the Commission say that such a duty had 
been placed upon it. 

“The news that you have accepted their interpretation of 
section 15a and have proclaimed to the world your duty to bear 
that burden,” declared Mr. Benton, “‘will be welcome news to the 
executives of the railroads. It will furnish a never-failing alibi 
for them. Whenever they are not receiving the full return aimed 
at under the statute, it will be this Commission which is to 
blame; and the executives and their multiplied agencies of pub- 
licity will not fail to point to this report to prove your delin- 
quency by your own admission.” 

On account of the level of rates proposed by the examiners 
the state commissions had their general solicitor discuss section 
15a and the Hoch-Smith resolution, that level, in a large part of 
western territory being higher than at present, the examiners, 
writing their report on testimony as of June, 1929, having found 
no depression in the hay business. 

“Just as low rates for the farmer were to be desired, aimed 
at, and given, under the Hoch-Smith resolution, so far as attain- 
able, through rates made according to those established and 
unchanged standards,” said Mr. Benton, “so a fair aggregate 
return for the carriers is something to be desired, aimed at, 
and given under section 15a so far—and so far only—as attain- 
able through rates made under those same provisions of the 
interstate commerce act. The Commission’s duty ends when it 
establishes such rates, and the carriers for themselves are to 
secure the return, as the section specifies, through ‘honest, effi- 
cient and economical management, and reasonable expendi- 
tures,’ ” 

The railroads suggested changes in the proposals of the 
examiners but did not, except in some instances, seriously 
quarrel with the rates that would result, while state commissions 
and shippers opposed the level. The railroads had asked for 
somewhat higher rates. J. N. Davis, for the western trunk line 
carriers, suggested that inasmuch as the state commissions had 
been in this case, under the cooperative agreement, that the 
decision of the federal body dispose of the question about state 
rates along with the interstate rates so that the matter could 
be disposed of with the least possible use of time. Members of 
the committee representing the state commissions, sitting with 
the federal body, did not seem to care for that suggestion, 
although there was no answer to Mr. Davis when he made the 
suggestion. 

Originally three days were set aside for the argument, the 
beginning to have been made on October 14. The Commission, 
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however, found that it could squeeze the arguments into two 
days and did not have them begun until October 15. Time was 
assigned for discussion, other than those mentioned, to: H. C. 
Barron, Sante Fe and others; Conrad Olson, northern lines; 
George H. Muckley, Southern Pacific; Phillip H. Porter, Wiscon- 
sin commission; Herman Mueller, St. Paul Association of Com- 
merce; J. S. Brown, Chicago Board of Trade; F. Chatterton, 
Wyoming commission; D. L. Kelley, South Dakota interests; 
E. M. Hendricks, North Dakota commission; S. J. Wettrick, 
Washington growers and shippers; Hugh LaMaster, Nebraska 
commission; Charles M. Thomas, Oregon commission; J. H. 
Tedrow, Kansas City Hay dealers; E. C. Wallace, Hagerman 
alfalfa growers; E. P. Costello, St. Louis Merchants’ Exchange; 
E. P. Ryan, National Hay Association and others, and A. M. 
Corp, complainants in No. 19222, a formal docket complaint 
joined with the general proceeding. 


PULLMAN FARE CASES 


The Pullman Company will have to show, in a formal hear- 
ing, the justness of its proposed increase when there is a 
second person in a berth before that increase is permitted. The 
Commission, in I. and S. No. 3645, Pullman fares, has sus- 
pended, for seven months from October 15, the schedules which 
otherwise would have become operative on October 15 (see 
Traffic World, October 3, p. 726), putting into effect on sleeping 
cars the hotel practice of charging more when two persons 
occupy a room than when there is only one occupant. The 
suspension order also holds up that part of the new plan under 
which two persons desiring the use of a section although occu- 
pying only one of the berths can obtain it at less cost than if 
each occupied a berth in the section. 

Coincident with the suspension of the Pullman fare pro- 
posals, the Commission dismissed, without prejudice, No. 11567, 
The Order of United Commercial Travelers of America vs. The 
Pullman Co., attacking charges for Pullman service. The dis- 
missal was announced under the caption of No. 14785, in the 
matter of charges for passengers traveling in sleeping and par- 
lor cars, a Commission initiated inquiry, in which a report on 
the surcharge only was issued by the Commission on January 
26, 1925, 95 I. C. C. 469. 

When that inquiry was instituted the Commission consoli- 
dated with it the formal complaint, on its files when it insti- 
tuted the inquiry, No. 11567, before described. This dismissal 
was the result of a letter received by the Commission from the 
supreme attorney of the travelers’ organization to the effect 
that the complainants were no longer interested in the proceed- 
ing and were willing to have the complaint dismissed without 
prejudice. 

The order dismissing the formal complaint also orders the 
discontinuance of the inquiry, in which, as before set forth, the 
Commission made its report in 1925. 

The order of the Commission suspending changes in parlor 
and sleeping car charges from October 15 until May 15 an- 
nounces a hearing on the suspended schedules on November 17, 
at Washington, before Examiner W. A. Disque. The memo- 
randum in respect of the suspension, given out by the Commis- 
sion, follows: 

By an order entered today in Investigation and Suspension Docket 
No. 3645, the Interstate Commerce Commission suspended from Oct. 
15, 1931, until May 15, 1932, the operation of certain schedules as 
published in Supplement 27 to the Pullman Co.’s tariff, IL C. C, No. 
40, and various other tariffs published by the Pullman Co. and the 
Canadian National Rys., Canadian Pacific Ry. Co., Chicago, Milwau- 
kee, St. Paul and Pacific R. R. Co., and Minneapolis, St. Paul & 
Sault Ste. Marie Ry. Co. : 

The suspended schedules propose to establish a charge of 20 per 
cent of the lower-berth fare to be applied when an extra passenger 
occupies an upper-berth, lower berth or section of a sleeping car, 
between points in the United States, while at present no charge is 
made for the second passenger, it only being necessary that the 
second passenger be provided with proper railroad transportation 
when occupying a berth with the first passenger, who holds both 
railroad and sleeping car transportation. 


PETITIONS FOR REHEARING, ETC. 


No. 23300, Northwest Paper Co. vs. B. S. L. & W. et al. Complain- 
ant asks reconsideration and further hearing. 

No. 16613, State of Colorado and Public Utilities Commission of 
State of Colorado vs. A. T. & S. F. et al. Defendants ask reopening, 
reconsideration and modification of order. 

No. 22585, Kaw Valley Potato Growers’ & Shippers’ Traffic Associa- 
tion vs. A. T. & S. F. et al. Defendants ask modification of order. 

No. 23531, Twin Coach Corporation et al. vs. B. & O. et al. Com- 
pkainants and interveners, Key System Transit Co. and North Coast 
Transportation Co., ask reopening and reconsideration by full Com- 
mission on record as made. 

No. 23307, the Grovier-Starr Produce Co. et al. vs. A. & L. M. 
et al. Topeka Chamber of Commerce, intervener, asks reopening for 
reconsideration and/or for modification and/or for clarification of 
Commission’s findings and order and also for postponement of effec- 
tive date of rates prescribed in order. . 

No. 23866, D. E. Ryan Co. vs. M. P. et al. Defendant, M. P., 
asks reconsideration by entire Commission of report and order en- 
tered herein on July 29, 1931. 
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No. 23307, Grovier-Starr Produce Co. et al. vs. A. & L. M. et al. 
Defendants ask postponement of effective date of order. 

No. 13535, Corporation Commission of Oklahoma vs. A. & R. et 
al., and associated cases. Texas Sugar Refining Corporation and Im- 
perial Sugar Company, interveners, ask the Commission to graint 
petition of Southwestern lines for extension of date as fixed in sup- 
plemental order of October 13, 1930, in so far as the petition relates 
to rates on sugar, carloads. aes 

No. 22444, Sub. 1, Northern Potato Traffic Association vs. C. B. 
& Q. et al. and No. 22527, Northern Potato Traffic Association vs. 
A. T. & S. F. et al. Defendants ask modification of order entered 
July 31, 1931. 

No. 23059, Central Veneer Co. et al. vs. A. C. & Y. et al. Com- 
plainants ask reconsideration. 

No. 15584, Midcontinent Oil Rates, 1925. E. B. Boyd, agent and 
attorney for carriers parties to supplemental order of October 7, 1930, 
herein, asks the Commission to further amend its order by post- 
poning the effective date thereof for a period of ninety days beyond 
October 26, 1931, or for such other time as will permit Commission 
to’ conclude its consideration of carriers’ Fourth Section Application 
No. 14428, hearings upon which were held January 26, 1931, and July 
28, 1931. 


FINANCE APPLICATIONS 


Finance No. 8992. Philadelphia, Baltimore & Washington Railroad 
Co. asks authority to issue and deliver to the Pennsylvania Railroad 
Co., $5,000,000 of general mortgage 4% per cent gold bonds, series D, 
and the Pennsylvania asks authority to guarantee the bonds. 

Finance No. 8993. Chicago, Indianapolis & Louisville Railway Co. 
asks authority conditionally to issue $1,442,000 of first and general 
mortgage 6 per cent gold bonds, series B, in exchange for and can- 
cellation of an equal face amount of 5 per cent bonds heretofore 
nominally issued and held in applicant’s treasury, and for authority 
to pledge the bonds. Sale of the bonds is not now proposed. 

Finance No. 8995. Texas & New Orleans Railroad Co., subsidiary 
of Southern Pacific, asks authority to construct a transfer or con- 
necting track, 980 feet, between its line and that of the Kansas City 
Southern at or near Port Arthur, Tex., so that all classes of freight 
may be interchanged between applicant and the Kansas City Southern 
at Port Arthur. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 8975, authorizing the Chicago and 
North Western Railway Company to issue not exceeding $8,380,000 
of general-mortgage 4% per cent gold bonds of 1987, and not ex- 
ceeding $16,456,000 of first and refunding mortgage gold bonds, series 
C, all or any part thereof to be pledged and repledged as collateral 
security for any note or notes which may be issued within the lim- 
itations of section 20a (9) of the act, approved. 

Supplemental report and order in F. D. No. 7987, authorizing the 
Chicago, Indianapolis & Louisville Railway Company to issue $538,000 
of first and general mortgage 6 per cent gold bonds, series B, to be 
pledged and repledged as collateral security for short-term notes, 
previous report 158 I. C. C. 519, approved. 

Report and certificate in F. D. No. 8943, authorizing (1) the Chi- 
cago, Burlington & Quincy Railroad Company to operate under track- 
age rights over a line of railroad owned by the Chicago, Rock Island 
& Pacific Railway Company, between Beatrice and Rockford, and 
to abandon its own line of railroad between the same points; and 
(2) joint construction by the Chicago, Rock Island & Pacific Rail- 
way Company and the Chicago, Burlington & Quincy Railroad of con- 
necting tracks at Beatrice and Rockford, all in Gage county, Neb., 
approved. 

Report and certificate in F. D. No. 8945, authorizing the Texas & 
New Orleans Railroad Company to abandon part, and to abandon 
operation of a part, of a branch line of railroad in Jefferson county, 
Texas, approved. 

Report and order in F. D. No. 8694, authorizing the Elkhart & 
Santa Fe Railway Company to issue a registered first-mortgage 6 per 
cent gold bond, series B, for $2,700,000, to be delivered to the Atchison, 
Topeka & Santa Fe Railway Company in satisfaction of a like amount 
of applicant’s indebtedness to that company for advances made, and 
to be made, for capital purposes, approved. 


CHICAGO SWITCHING CASE 


The Commission, in I. and S. No. 3499, carload traffic be- 
tween industries in the Chicago district, has denied the petition 
of the Chicago Board of Trade and the Chicago Association 
of Commerce, protestants in the case, for reconsideration, 
reargument and/or modification of the report and order. This 
case is not the big Chicago switching case. It involves only 
switching from industries on the Chicago & North Western, on 
the one hand, and on the Pennsylvania, and the C. B. & Q., on 
the other. The proposal was to increase the rate from 2.5 to 
3 cents a hundred pounds. The Commission found the proposed 
increase justified in 174 I. C: C. 111. 


SUSPENDED TARIFFS 


In I. and S. No. 3644, the Commission has suspended from 
October 11, until May 11, schedules in Gomph’s tariffs, I. C. C. 
Nos. 1055 and 1056 and supplements thereto, also other tariffs 
published by Gomph and the Atchison, Topeka & Santa Fe and 
Southern Pacific. The suspended schedules propose to establish 
class and commodity rates between points in Pacific coast 
territory in purported compliance with the Commission’s deci- 
sion in Fourth Section Order No. 10425. 

The Commission, in I. and S. No. 3646, classification ratings 
on fruits and vegetables in western territory, has suspended for 
seven months from October 15 supplement No. 30 to Lawrence’s 
I. Cc. C. O. C. No. 50, supplement No. 30 to Dulaney’s I. C. C. No. 
34, and supplement No. 30 to Fyfe’s I. C. C. No. 19, in which 
‘the carriers propose changes in ratings on fruits and vegetables 
and against which protests were made by a large number of 
fruit and vegetable shipping and receiving organizations. (See 
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Traffic World, October 10, p. 774.) The protests largely ran 
against increased rates on apples, potatoes and melons. 
The Commission’s notice of suspension follows: 


By an order entered in Investigation and Suspension Docket No. 
3646, the Interstate Commerce Commission suspended from October 
15, 1931, until May 15, 1932, the operation of certain schedules as 
published in Supplement No. 30 to the Consolidated Freight Classifica- 
tion No. 6, Agent D. T. Lawrence’s I. C. C.-O. C. No. 50, Agent E. H. 
Dulaney’s I. C. C. No. 34, and Agent R. C. Fyfe’s I. C. C. No. 19. 

The suspended schedules propose to revise the classification ratings 
on certain fruits and vegetables in western classification territory 
which will result in increases. The following is illustrative: 

Present Proposed 
Western Classification Ratings Class Class 
Melons, cantaloupes, cabbage, potatoes, onions, beets, 
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CLASS TARIFF DISTRIBUTION 


The railroads throughout the country, under a plan assented 
to by the executive committee of the National Industrial Traffic 
League, are sending copies of the class tariffs filed by them in 
accordance with the Commission’s decisions in the eastern and 
western class rate cases, to shippers by express, charges col- 
lect. (See Traffic World, October 10, p. 774.) The western 
and central lines began the distribution, at express rates collect, 
and the eastern trunk lines followed their lead. However, the 
latter submitted the matter to the excutive committee of the 
National Industrial Traffic League, in conformity with the co- 
operative agreement between the league and traffic officers of 
the railroads. The league’s executive committee, after consid- 
ering the matter, informed the railroads that, under existing 
conditions, it did not seem unreasonable that shippers in this 
country should bear the transportation costs of the tariffs when 
they were furnished free. The assent of the executive com- 
mittee was based upon the condition that what was now being 
done was not to be taken as indication of a policy to be fol- 
lowed in the distribution of tariffs in the future. 

The eastern lines, in communicating the matter to the Na- 
tional Industrial Traffic League, called attention to the fact 
that the cost of the tariffs to the eastern trunk lines would run 
well over $200,000. R. N. Collyer, chairman of the Trunk Line 
Association, said that the printer’s cost for single tariffs ran as 
high as $5 a copy. Mr. Collyer expressed the thought that in 
view of the carriers’ condition and the enormous burden of ex- 
pense the shippers might well assume the cost of transporta- 
tion of tariffs sent to them, especially in view of the fact that 
each railroad is required to pay for such tariffs as it receives. 


SOUTH CAROLINA LIVE STOCK 


The Commission, by means of an order in No. 17000, part 9, 
live stock, southern territory, rates, has directed the railroads 
in South Carolina to establish, not later than November 23, rates 
on live stock intrastate in that state, on the level prescribed by 
it for interstate application in its report in the case mentioned, 
171 I. C. C. 731. The quality of the South Carolina rates was 
considered and passed upon in connection with the proceeding 
under the Hoch-Smith resolution and in accordance with an in- 
quiry instituted as to the South Carolina rates on May 16, 1927. 


NEW TEXAS LINE PROPOSED 


A new 1382-mile Texas railroad is proposed by the Del Rio 
& Northern Railway Company, a new company organized in 
Texas, in Finance Application No. 8996. It asks authority to 
build lines from Del Rio to Sonora, and from Del Rio to Que- 
mado, Tex. The project would be financed by selling bonds to 
the public. 

The applicant says that the lines would serve a large irri- 
gation district, furnish a shorter route to Corpus Christi, Tex., 
via the new proposed Winter Garden Belt and the Missouri 
Pacific, create a rail outlet to west Texas, northwest Texas 
and the northwestern states, and afford materially lower rates. 


MONTANA CONSTRUCTION CASE 


In Finance No. 7707, Northern Pacific Railway Company 
construction, involving 24 miles of line between Woodrow and 
Bloomfield, Mont., the Commission has assigned the proceeding 
for reargument at a time to be fixed. The Great Northern 
Railway Company, intervener, petitioned for rehearing. 


CHANGES IN DOCKET 


Hearing in No. 10122, Standard Time Zone Investigation assigned 
for October 15, at Detroit, Mich., before Commissioner Aitchison, was 
canceled and reassigned for October 22, at Detroit, Mich., before 
Commissioner Aitchison. 

Hearing in No. 24557, Ralston Purina Co., vs. A. & S. R. R. 
et al., assigned for October 17, at Nashville, Tenn., before Examiner 
Smith was canceled. 
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October 17, 1931 


TRANSPORTATION LEGISLATION 
The Trafic World Washington Bureau 


R. C. Fulbright, as chairman of the legislative committee of 
the National Industrial Traffic League, has sent a letter to the 
chairmen and ranking minority members of the congressional 
committees dealing with interstate commerce, which he calls a 
program for transportation legislation. The letter discusses 
what Mr. Fulbright calls the lessons from the 15 per cent rate 
case (Ex Parte 103), the regulation of transportation agencies 
in competition with railroads, broken down into automobile bus 
competition and motor truck competition, general policy and 
regulation of water transportation; recapture of excess earnings 
and the rate making rule of section 15a; and miscellaneous 
matters. , 

For the last six months, Mr. Fulbright said, he had been 
engrossed in the maze of difficult issues which were today agi- 
tating carriers, shippers, investors and the consuming public 
with respect to the railroad and highway transportation prob- 
lems. It was because of this experience that he was taking the 
liberty to address the members of the committee on the gen- 
eral subjects. In view of the development of new problems of 
transportation in the last five years, Mr. Fulbright said, it had 
been difficult for the closest students of the subject to reach 
conclusions as to how their lawmakers should deal with the sub- 
ject. The two years of business depression, he said, had served 
to crystallize suggestions for the preservation and improvement 
of the vast and intricate transportation machine of the country. 

“Our railroad systems,” said Mr. Fulbright, “still constitute 
the basic facility for moving our national commerce and it is 
conceded that they will so continue for at least another genera- 
tion, unless there be further developments which are not now 
foreseen. It may also be conceded that they face serious prob- 
lems. The depression has been no respecter of persons. Every- 
thing which can reasonably be done to preserve the efficiency 
and vigor of this basic instrumentality of our commerce should 
challenge our attention at this time.” 


In view of that situation, the letter said, “you are most 
respectfully requested to undertake revisions of the transporta- 
tion act and other regulatory legislation at the coming session 
of Congress when it meets in December.” The subject, Mr. Ful- 
bright said, had been before the members of the committee for 
several years, but not until now had it seemed imperative that 
some action should be taken. 


In speaking of the lessons from the 15 per cent case Mr. 
Fulbright said that the proposal to increase all freight rates 15 
per cent in the midst of the serious business conditions in prac- 
tically all industries struck the shippers like a thunderbolt. He 
said it was impossible for the great majority of shipper interests, 
notwithstanding the vigorous campaign for public support, to 
see how such increased transportation burden could be borne 
without further crippling both railroads and other industries at 
this time. A significant development from the mass of evidence 
in that case, the letter said, tended to demonstrate that the rail- 
roads no longer had a monopoly of transportation and that they 
were today in a competitive industry where they were forced 
to meet the competition or lose the business. 

The record in the case, the letter said, conclusively demon- 
strated that more than 75 per cent of the commerce of the 
country still moved on the railroads, and that they would doubt- 
less continue to be the carriers of the major portion of the com- 
merce. He said the reduction by about 25 per cent of the volume 
of freight traffic handled by the railroads, under the average of 
the five-year period ending with 1929, was really the whole 
trouble with the railroads and in like manner was the whole 
trouble with the basic industries of the country, which for the 
most part were about 25 per cent under their normal production. 

After noting the fact that the Association of Railroad Execu- 
tives last November issued a declaration of legislative policy 
about which the National Industrial Traffic League had con- 
ferred with the railroad executives after the program was an- 
nounced, Mr. Fulbright discussed automobile bus and truck com- 
petition. He said it seemed to be generally recognized that 
some federal regulation of interstate bus traffic should be 
speedily adopted and that shippers appeared to look with favor 
on a general plan of cooperation between the federal Commis- 
sion and state regulatory bodies dealing with the subject. 

In discussing motor truck competition Mr. Fulbright called 
attention to the fact that the present general system of freight 
rates had been built on the theory that the railroads had a mo- 
nopoly of land transportation. One of the great difficulties en- 
countered by the railroads today in meeting both highway and 
water competition, he said, was the rigidity of the provisions 
of the fourth section of the interstate commerce act, For sev- 
eral years, he said, the National Industrial Traffic League had 
felt that the provisions of the fourth section were too rigid to 
enable the railroads to meet competition in cases where the 
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meeting of such competition would not place undue burden upon 
other transportation. The developments of the last few years, 
he said, had accentuated that conviction and, no doubt, the com- 
mittees would be requested to give consideration to that sub- 
ject. 

“The regulation of the rates and charges of motor trucks,” 
says the letter, “is a subject upon which there is a very great 
diversity of opinion. The ability of many distributors to use 
their own private trucks and the necessity for their competi- 
tors to utilize common carrier or contract trucks presents a 
wide variety of situations upon which much study will have 
to be made before it is likely that any representative group 
of shipper interests and any group of railroad interests will 
reach an agreement. In the consideration of these matters it 


‘is the purpose of the shipper interests to consult with the 


motor truck carrier interests.” 

As to the general policy underlying legislation tending to 
regulate or restrict the activities of any type of carriers, Mr. 
Fulbright said, it had been the position of the shippers gen- 
erally that the public had been entitled to the benefits of the 
most economical and efficient means of transportation and that 
in determining what means of transportation was most eco- 
nomical or efficient they had to be guided not merely by the 
present but by the ultimate results which might follow from 
the adoption from the means in question. That determination, 
he said, could not be made in the midst of rapidly changing 
conditions and it was for that reason that there was no agree- 
ment on the principles of rate regulation of motor truck carriers. 

With respect to the regulation of water transportation Mr. 
Fulbright reviewed the different suggestions that had been made 
as to regulation by the Shipping Board and the Interstate Com- 
merce Commission. He said that, with the development of 
tramp-steamer competition and conditions incident to the busi- 
ness depression, undesirable practices had grown up somewhat 
akin to the rebating and discriminatory practices indulged in 
by the railroads prior to 1906. 

Section 15a of the act, Mr. Fulbright said, no doubt served 
a useful purpose as a bridge from government operation of the 
railroads to an effective re-establishment of private operation. 

“As a continuing policy of legislation, however,’ says the 
letter, “it has been a disappointment alike to railroads and 
shippers. Its peculiar provisions were the result of a com- 
promise of certain conflicting views and it may be said that no 
large shipper organization ever advocated the adoption of such 
legislation in the first place.” 

He called attention to the fact that the League, in 1921, 
condemned the provisions of the recapture clause as well as 
the rate-making rule of this section. Further consideration, he 
said, had been given to the subject at every annual meeting 
since that date and it was the conviction of the organization 
that the recapture clause should be repealed ab initio and a 
flexible rate making rule adopted in lieu of the present pro- 
visions. 

Under the caption of miscellaneous matters, Mr. Fulbright 
said it was sufficient to say that the shippers desired legislation 
that would give the same right in substance to appeal from an 
order of the Commission as the railroads had; that they de- 
sired amendment to the provisions of the law that gives the 
carrier the unqualified right to demand the longest possible 
haul in any route comprising two or more carriers, and a re- 
striction on the minimum rate making power of the Commis- 
sion so as to permit its use only in cases where the rates were 
shown not to be compensatory. 


PRACTICES OF RAILROADS 


Announcement of the beginning of hearings in Ex Parte No. 
104, part 1, railroad fuel, their limitation to locomotive fuel, and 
the scope and restriction of the hearings, has been made in a 
notice of information to be sought issued by the Commission 
through Secretary McGinty. The hearings will be held by Ex- 
aminer Charles W. Berry at Norfolk, Va., beginning October 28, 
and at Atlanta, Ga., November 4. At the Norfolk hearing in- 
quiries will be directed to the Norfolk & Western, Chesapeake 
& Ohio, Virginian, Richmond, Fredericksburg & Potomac, Sea- 
board Air Line and Norfolk Southern. The hearing will be at 
the Monticello Hotel. 

At the Atlanta hearing, to be held at the Baltimore Hotel, 
inquiry will be directed to the following carriers: Norfolk & 
Western, Chesapeake & Ohio, Virginian, Richmond, Fredericks- 
burg & Potomac, Seaboard Air Line, Norfolk Southern, South- 
ern, Cincinnati, New Orleans & Texas Pacific, New Orleans & 
Northeastern, Alabama Great Southern, Northern Alabama, 
Georgia, Southern & Florida, New Orleans Terminal, Columbus 
& Greenville, Mobile & Ohio, Atlantic Coast Line, Atlanta & 
West, Georgia Railroad, Western Ry. of Alabama, Atlanta, Bir- 
mingham & Coast, Charleston & Western Carolina, Clinchfield, 
Nashville, Chattanooga & St. Louis, Tennessee Central, Gulf, 
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Mobile & Northern, New Orleans Great Northern, Mississippi 
Central, Georgia & Florida and Central of Georgia. 

The notice of information to be sought at the hearings 
follows: 


This notice, which accompanies and is a part of the notice of 
assignments for hearings, is intended to inform the respondent Car- 
riers of the particular subject, as nearly as may be, within the scope 
of this part of the general inquiry instituted by order of July 6, 1931, 
so that they may arrange in ample time to furnish the desired 
information at the assigned hearings. ; 

This part of the general inquiry in scope and restriction is to 
establish facts concerning the following practices, viz: 

(1) The methods pursued by respondents in the selection of fuel. 

(2) The methods used by respondents in allocating their fuel 
orders. 


fixed. 

(4). The inspection of fuel by respondents. 

‘o) The practices of respondents in distributing and accounting 
for fuel. 

First, unless and until notice is otherwise given this part of the 
inquiry will be confined to carriers that are designated Class I rail- 
roads by the Commission. 

Second, for the present, this part of the inquiry will be confined 
to fuel for locomotives. 

Third, the principal basis or source from which this inquiry will 
proceed will be the responses made to the Commission's questionnaire 
of August 5, 1931. 

Each respondent should also prepare and have present at the 
hearing two copies of a tabulation of the bids tendered for fuel 
coal showing the bidder, the name of the operating company, the 
name of the mine or mines, the preparation of the coal bid on and 
the price bid per ton, for coal to be furnished during the calendar 
years, 1929, 1930 and 1931. A similar tabulation should also be pre- 
pared covering oil fuel. 

At the same time, the witnesses for respondents should be pre- 
pared to testify to the number of coal mines on their respective lines 
(segregated as to fields or tariff groups) and in operation during the 
period January 1, 1929, to September 30, 1931; the number of such 
mines and their approximate daily output, whose coal was found, after 
inspection or test, not suitable for locomotive fuel; the number of 
such mines, and their approximate daily output, whose coal has 
been approved by respondents for locomotive fuel; the aggregate 
amount of locomotive fuel coal purchased, and the average price per 
ton paid for contract and spot purchases, for the calendar years 
1929, 1930 and the period January 1, 1931, to September 30, 1931, with 
and without direct freight charges, in the same manner as reported 
to the Commission in line 6 of Form OS-E, Fuel for Locomotives. 

Respondents should also be ready to furnish similar informa- 
tion with respect to locomotive fuel oil purchases for the same period, 
the prices and averages being based on the cost per barrel. 

Each respondent should also prepare and have ready for submis- 

sion at the assigned hearing, a map showing its line of road, the 
location of each coal and oil field on its line at which locomotive 
fuel was purchased during the calendar year 1929, and the distances 
from such fields to respondent’s concentration, distributing or unload- 
ing points. Where such fuel was purchased at. off-line points, the 
map should show the mileage from such fields to junction points with 
the respondent’s line and the distance from such junction points to 
such concentration, distributing or unloading points. 

Each respondent should also furnish two copies of its current 
mine rating bulletin. 

It is also desired that respondents be prepared to testify with 
respect to the unit consumption of fuel by classes of service as 
follows: 

Passenger service—pounds of coal per passenger train—car mile. 

Freight service—pounds of coal per 1,000 gross ton—miles includ- 
ing weight of locomotive and tender. 

Switching service—pounds of coal per locomotive mile. 


Fourth, the object of the inquiry being to ascertain generally 
the prevailing practices in the selection of fuel, in the allocation of 
fuel orders, in establishing the prices paid for fuel, in the inspection 
of fuel and in the distribution and accounting for fuel, it is desired 
the respondents will have present at the assigned hearing such of 
their officers, who from practical experience with the specified sub- 
jects are able to furnish the desired information, and are prepared 
to make complete response to all questions concerning the selection 
of fuel, the allocation of fuel orders, the bases on which prices paid 
for fuel are fixed, the fuel inspection service, if any, and the dis- 
tribution and accounting for fuel. In general, the order of procedure, 
when each respondent is called, will be for its principal witnesses 
to describe, preferably in the order above outlined, each of the sub- 
jects here the object of inquiry. 

Fifth, where practicable an informed officer may be designated to 
make general response for the several respondents comprising a 
system under common management, relating to any or each of the 
subjects previously set forth. 

Sixth, respondents will be called in the order they are named in 
the notice, subject to any changes which may be justified by special 
reasons. In reference to the location at which hearings are assigned, 
and the respondents named in the attached notice to appear there, 
arrangements will be made at these hearings for the taking of further 
testimony, if necessary, at any one or other of the specified locations 
as it may appear that informed witnesses are more readily and con- 
veniently available. 

Seventh, all communications in reference to the part of this 
inquiry designated in the caption relating to information to be pre- 
sented at the hearing or in any other manner, and relating to pro- 
cedural matters, should be addressed to W. P. Bartel, Director, 
>. of Service, Interstate Commerce Commission, Washington, 


RECIPROCAL BUYING 


The Federal Trade Commission has issued an order in No. 
1179, in the matter of Waugh Equipment Company et al., direct- 
ing the Waugh company to stop using its business connection 
with employes of Armour and Company “as a lever for selling 
draft gears and other equipment to railway companies, both 
through promises of freight business from Armour and Company 
and through threats of withdrawal of Armour and Company 
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traffic from railway companies failing to buy Waugh equipment.” 
The commission issued the following statement relative to its 
decision: 


A railway equipment manufacturer’s use of the name Armour & 
Co., Chicago meat packers, as a means of obtaining business from 
railroad companies, is involved in an order of the Federal Trade 
Commission to Waugh Equipment Co., which has its main office and 
plant in Depew, N. Y., and sales offices in New York, Chicago, Cleve- 
land, St. Louis, Los Angeles, Anniston, Ala., and Montreal, Canada. 

Several officials and employes of both Armour & Co. and Swift 
& Co. acquired stock in the Waugh concern, the former through an 
outright gift, the latter through exchange of this stock by Waugh 
for an assignment of a license to manufacture a mechanical device. 

The Waugh company is ordered to stop using its business con- 
nection with employes of Armour & Co. as a lever for selling draft 
gears and other equipment to railway companies, both through prom- 
ises of freight business from Armour & Co. and through threats of 
withdrawal of Armour & Co.. traffic from railway companies failing 
to buy Waugh equipment. 

A draft gear is a cushioning device used on freight or passenger 
ears to provide free movement for taking up slack in the train and 
to serve as a shock absorber to protect cars and lading from damage 
often occurring in the bumping of cars during switching and on the 
road. 

Connected with the Waugh organization and listed as respond- 
ents in the Commission’s order are Arthur Meeker, former Armour 
vice-president, and Frederick W. Ellis, who directed Armour & Co. 
freight traffic for thirty years, and controlled the equipment and 
maintenance of cars belonging to Armour & Co. The two men and 
other Armour & Co. employes are stockholders in the Waugh com- 
pany, Meeker and Ellis having been given certain shares without 
cost, and purchased others. 

In the summer of 1924 promoters of Waugh Equipment Co. gave 
one-third of their promotion stock or 1,666 shares of common stock 
to Meeker, Ellis and another employe of Armour & Co., 666 shares 
each going to Meeker and Ellis, and 334 shares to the other man, 
as consideration for an agreement or understanding entered into 
between Meeker and Ellis and the company’s promoters. Meeker 
and Ellis promised to aid the Waugh company in such ways as ob- 
taining hearings for Waugh officers or salesmen, and to exert their 
influence with railway company traffic officials and through them 
reach the executives, to obtain orders for Waugh equipment, accord- 
ing to findings of the Commission. This influence was theirs be- 
cause of their intimate connection with the large volume of com- 
petitive traffic of Armour & Co. and its subsidiaries, which was con- 
trolled and directed by Ellis. 

Armour officials and stockholders, except F. Edson White, presi- 
dent, were without knowledge of this agreement. An investment trust 
created by White purchased in 1927 1,000 shares of Waugh promo- 
tion stock. 

Meeker and Ellis are ordered specifically to stop cooperating with 
and assisting the Waugh company in selling draft gears and other 
railway equipment to railway companies by utilizing their official 
positions in Armour & Co. 

Prior to December 1, 1929, the total holdings in Waugh Equip- 
ment Co. of employes and officials of Armour & Co., including Meeker, 
Ellis and another, was 3,749 shares of common stock out of a total 
of 7,000 shares outstanding. About December 1, 1929, Waugh Equip- 
ment Co. increased its outstanding capital stock to 8,666 shares, is- 
suing the additional 1,666 shares to George A. Hood, trustee for 
the heirs of the late G. F. Swift, generally known as the “Swift 
Estate,’’ substantial owners of capital stock of Swift & Co., Chicago 
meat packers, in exchange for an assignment of a license to manu- 
facture a centering device which was owned by the Mechanical 
Manufacturing Co., a corporation at that time engaged in the manu- 
facture and sale of draft gears and which was controlled by the 
Swift estate. Subsequent to December 1, 1929, officials and employes 
of Armour & Co. owned 3,749 shares of common stock, and officials 
and employes of Swift & Co. owned 1,666 shares of common stock 
of a total outstanding issue of 8,666 shares of Waugh Equipment Co. 
common stock, the remaining shares being prinicipally owned by 
A, J. Pizzini, president of Waugh Equipment Co. 

Pursuant to the agreement between Waugh Equipment Co. and 
Meeker, Ellis and another, Meeker and Ellis succeeded in making 
substantial sales of draft gears manufactured by it during the years 
1924 to 1930, to such railroads as Chicdgo North Western; Missouri 
Pacific; Wabash; St. Louis-San Francisco railroad; Missouri, Kansas 
and Texas railroad; Rock Island Lines; Chicago, Burlington & Quincy; 
Chicago, Milwaukee, St. Paul & Pacific; Boston & Maine; New York, 
New Haven & Hartford; Lehigh Valley; New York Central; Erie; 
Delaware, Lackawanna & Western; Chesapeake & Ohio, and Pere 
Marquette, as well as to American Refrigerator Transit Co., jointly 
controlled by Wabash and Missouri Pacific. 


In its decision in the Waugh case the Federal Trade Com- 
mission lists a number of companies, other than the Waugh 
company, that manufactured and sold draft gears since 1924. 
The Commission said that, despite the fact that the Waugh 
company, from August, 1924, until 1929, “was manufacturing 
and selling a practically unknown gear, in competition with the 
foregoing competitors, well established in the industry, it suc- 
ceeded in forging ahead of all of them from a place of obscurity 
when it sold less than 1 per cent of the total draft gears for new 
freight equipment in 1924 until in 1929 it sold approximately 25 
per cent, and in 1930, approximately 35 per cent of the draft 
gears sold for new freight equipment to the railroads of the 
United States.” In paragraphs five and six of its findings the 
Commission says: 

Paragraph five: Respondents Meeker and Ellis, cooperating with 
the officials and employes of the respondent corporation, Waugh 
Equipment Company, beginning in the year 1924 and continuing 
through the year 1929 used the large volume of traffic of Armour 
& Company and its subsidiaries, under the direction and control of 
respondent Ellis, to induce and compel various railway companies 
of the United States to purchase draft gears manufactured and sold 
by the respondent corporation in preference to draft gears of equal 
or higher quality manufactured and sold by competitors, by giving 


the traffic officials of said railway companies, directly or indirectly, 
promises and assurances of freight traffic to be shipped over the 
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lines of said railway companies by Armour & Company, and its sub- 
sidiary corporations, if said railways would purchase draft gears 
manufactured and sold by the Waugh Equipment Company; also by 
giving the traffic officials of said railway companies, directly or in- 
directly, promises and assurance of, and in some instances by actually 
furnishing, an increased volume of freight traffic to be shipped over 
the lines of said railway companies by Armour & Company and its 
subsidiary corporations, if said railways would purchase draft gears 
manufactured by the Waugh Equipment Company; and also by threats 
of withdrawal, and the actual withdrawal, of freight traffic from the 
lines of certain railway companies by said Armour & Co., and its 
subsidiary corporations, if and when said railway companies would 
not purchase the draft gears manufactured by the Waugh Equipment 
Company. 

Paragraph six: Respondent corporation, Waugh Equipment Com- 
pany, cooperating with respondents Meeker and Ellis, pursuant to the 
agreement set forth in paragraph four hereof, and as a result of their 
activities as set forth in paragraph five hereof, succeeded in making 
substantial sales of draft gears manufactured by it to the Chicago 
North Western Railroad for new freight equipment during the years 
1924, 1926, 1927, 1928, 1929 and 1930; to the Missouri Pacific Railway 
Company during the years 1926, 1927, 1928, 1929 and 1930; to the 
Wabash Railroad during the year 1928; to the American Refrigerator 
Transit Company, jointly controlled by the Wabash and the Missouri 
Pacific Railroad, during the years 1924, 1926, 1927, 1928 and 1930; to 
the St. Louis-San Francisco Railroad during the years 1926, 1928 
and 1929; to the Missouri, Kansas and Texas Railroad during the 
year 1930; to the Rock Island Lines during the years 1929 and 1930; 
to the Chicago, Burlington & Quincy Railroad during the years 1928 
and 1929; to the Chicago, Milwaukee, St. Paul & Pacific Railroad 
during the years 1928, 1929 and 1930; to the Boston & Maine Railroad 
during the years 1928 and 1929; to the New York, New Haven & Hart- 
ford Railroad during the years 1927 and 1930; to the Lehigh Valley 
Railroad during the years 1927 and 1929; to the New York Central 
Railroad during the years 1929 and 1930; to the Erie Railroad during 
the years 1928, 1929 and 1930; to the Delaware, Lackawanna & West- 
ern during 1926 and 1927; to the Chesapeake & Ohio during 1930; and 
to the Pere Marquette Railroad during 1930. 


The decision reviews testimony of officers of competitors 
of the Waugh company to the effect that they could not meet 
the competition of the respondent because of “traffic” consider- 
ations. The Commission in this part of its decision said: 


The factors ordinarily taken into consideration by officials of the 
railroad who purchased draft gears before the advent of the re- 
spondent corporation were—first, quality of the product, second, 
price of the product and third, salesmanship. The draft gear com- 
panies named in this paragraph, competitors of the respondent cor- 
poration, do not have any appreciable traffic to offer as an inducement 
to railroad companies who purchase their gears, and are, therefore, 
unable to meet the competition of the respondent corporation as 
described in paragraphs five and six hereof, and their gears as a 
result have been displaced on a number of railroad lines by the 
product of the respondent corporation. 


In paragraph 9 of its findings and in conclusion the Com- 
mission said: 


Paragraph nine: The aforesaid acts and things done by respondent 
Ellis, Meeker and the respondent corporation, Waugh Equipment 
Company, are all to the injury of the public and competitors of 
respondent corporation, and unduly tend to suppress competition 
between respondent corporation and competing manufacturers of 
draft gears, and to create a monopoly in the respondent corporation 
in the sale and distribution of draft gears and other railway equip- 
ment, in that the respondent corporation, cooperating with respond- 
ents, Meeker and Ellis, have created and taken advantage of a 
competitive weapon, oppressive and coercive in nature, which prevents 
the customers to whom the respondent corporation and its com- 
petitors are trying to sell their products, from exercising their free 
will and judgment in determining which device is the most efficient 
and will best serve their needs at the lowest net cost over a period 
of time, and has thus injected an element in the competitive field in 
which respondent corporation is engaged, which is unfair and abnor- 
mal, and tends to reduce the efficiency and economy in the produc- 
tion and sales methods of competing manufacturers and gives to 
the concern that controls the largest volume of freight traffic an 
unfair advantage that will more than offset the higher efficiency in 
the production and_sales methods of competing concerns which 
control no such traffic, and force all competitors either to abandon 
the draft gear field, or, to compete by gifts of stock or other valuable 
consideration to employes of corporations controlling and directing 
heavy volumes of traffic unrelated to the draft gear industry, and 
thus hinder and restrain the freedom of competition in the natural, 
customary and prevailing channels of trade in the draft gear industry. 


Conclusion 


The practices of the said respondent, under the conditions and 
circumstances described in the foregoing findings, are to the prejudice 
of the public and of respondents’ competitors, are unfair methods of 
competition in commerce and constitute a violation of section 5 of an 
Act of Congress approved September 26, 1914, entitled ‘“‘an act to 
create a Federal Trade Commission, to define its powers and duties, 
and for other purposes.”’ 


A cease and desist order was entered against the Waugh 
Equipment Company, Arther Meeker and Frederick W. Ellis, 
their agents, representatives and employes, directing them to 
stop the practices condemned by the Commission. 

The companion case of the Commission against the Mechan- 
ical Manufacturing Company, and R. O’Hara, and W. A. Mayfield, 
traffic department officials of Swift & Company, is pending for 
argument. 


R. R. REVENUES AND EXPENSES 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I railroads for August and the 
eight months ended with August, compared with the correspond- 
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ing periods of 1930, prepared by the Bureau of Statistics from 
carrier reports, follow: 





AUGUST 
1931 1930 

Average number of miles operated....... 243,072.64 242,715.18 

Revenues: 
EL. oiled twiwe de~danncdeacbamseebade $ 280,103,375 $ 354,688,693 
ES ii thts dk iad dss eee secon mice eee *49,183,115 767,432,777 
BN dist cGwh405ssb Gsnseshseeseneces sone 8,398,831 8,868,707 
ee eee 5,618,134 8,316,764 
All other transportation 12,350,239 15,263,060 
DD Sackcarewscodeies 8,208,739 11,031,908 
Joint facility—Cr saw 939,519 1,105,874 
Joint facility—Dr........ a errr 276,911 265,316 
Railway operating revenues....... 364,525,041 466,442,467 

lxpenses: 
Maintenance of way and structures... 47,165,241 63,013,894 
Maintenance of equipment............. 66,086,950 80,806,783 
RE tidashdhencwnteans cae anne aekdee 9,684,127 10,312,518 
WEED: Sa ceciduewssecesecesuese 128,947,695 154,083,516 
Miscellaneous operations ............- 3,548,578 4,542,267 
DIL cat0<+isudanes daaweownes4enes0-0 14,809,136 15,610,288 
Transportation for investment—Cr..... 778,288 1,119,211 
Railway operating expenses....... 269,463,439 327,250,055 
Net revenue from railway operations..... 95,061,602 139,192,412 
Railway tax accruals..... (bbe enna anes é 28,081,885 32,185,421 
Uncollectible railway revenues............ 65,349 52,174 
Railway operating income......... 66,914,368 106,954,817 
Equipment rents—Dr. balance............ 8,432,085 8,362,097 
Joint facility rent—Dr. banance........... 2,623,547 2,575,048 
Net railway operating income..... 55,858,736 96,017,672 
Ratio of expenses to revenues (per cent). 73.92 70.16 


*Includes $2,370,210 sleeping and parlor car surcharge. 
tIncludes $3,333,932 sleeping and parlor car surcharge. 


EIGHT MONTHS 


1931 1930 
Aerage number of miles operated........ 242,898.81 242,705.56 
Revenues: 
ME Stes ekiedeendanineetetdeeeaned $2,244,233,325  $2,744,453,084 
EE 66 60:6: 0:0.6:000:05450000000046000% $391,618,331 514,025,616 
ES ee ee ee 69,494,912 73,247,258 
SE, . 569.0.00009.9:00.50044044%%400600% 57,800,872 77,091,933 
All other transportation......ceccscess 97,940,385 121,024,466 
Incidéntal ..... ivebrtasekeeneuwnernes 62,519,645 79,670,591 
ee I 55.46.55. 600404400 00800000 7,774,218 8,844,430 
SU, DAEs 6.00 00 000 sesveceriees 2,272,794 2,561,422 
Railway operating revenues....... 2,929,108,894 3,615,795,956 
Expenses: 
Maintenance of way and structures... 385,394,451 502,847,524 
Maintenance of equipment............. 576,673,027 709,759,001 
MEE. Hab cad SuShetabence etn ses ons heen 80,438,242 87,864,347 
ID vin ndd 00005000060044406 1,075,645,981 1,274,129,119 
Miscellaneous operations..............:. 29,056,869 36,392,686 
PE Aiton scuekheewks cn minnins ee tee< 124,116,776 130,563,376 
Transportation for investment—Cr.... 4,960,394 8,738,610 
Railway operating expenses....... 2,266,364,952 2,732,817,443 
Net revenue from railway operations..... 662,743,942 882,978,513 
oo, Oe a er 221,626,835 243,817,706 
Uncollectible railway revenues............. 531,691 663,269 
Railway operating income......... 440,585,416 638,497,538 
Equipment rents—Dr. balance............. 68,874,311 64,068,813 
Joint facility rent—Dr. balance........... 20,767,325 17,962,467 
Net railway operating income..... 350,943,780 556,466,258 
Ratio of expenses to revenues (per cent). 77.37 75.58 


tIncludes $19,523,132 sleeping and parlor car surcharge. 
sincludes $24,966,910 sleeping and parlor car surcharge. 


ANNUAL SAFETY CONGRESS 


Safety in transportation, both from a public point of view 
and from that of the employe, was discussed at a large number 
of sectional meetings at the twentieth annual safety congress 
of the National Safety Council at the Stevens Hotel, Chicago, 
this week. The congress was a five-day affair, extending from 
October 12 to 16, inclusive, with more than 5,000 safety experts 
from all walks of industrial, transportation, and public life 
present. Dozens of sectional meetings were held for detailed 
discussion of safety measures, consideration of safety statistics, 
and the presentation of papers by more than three hundred 
speakers. Five sessions were held by the steam railroad sec- 
tion, at which a great variety of subjects bearing on accident 
prevention were discussed. Carl R. Gray, president of the Union 
Pacific, was scheduled as one of the principal speakers, but 
was unable to be present. Among the speakers were the follow- 
ing: W. J. O’Brien, general manager, Indiana Harbor Belt 
and Chicago River & Indiana Railroad; J. L. Walsh, superin- 
tendent of safety, M.-K.-T.; C. T. Bailey, chief safety agent, 
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Oregon Short Line; H. A. Parish, assistant to general manager, 
Cc. & N. W.; C. W. Hammond, assistant general safety agent, 
New York Central; Henry S. Cobin, supervisor of safety, At- 
lantic Coast Line. 

Safety at sea and in connection with the operation of ocean 
vessels, particularly from the employe point of view, was dis- 
cussed by H. B. Walker, president of the American Steamship 
Owners’ Association, at the opening general session October 12. 
Safety, as it applies to all forms of transportation, he pointed 
out, has three general phases. As he outlined them they are: 
Proper construction and maintenance of equipment; operation 
of the equipment by trained, experienced men, and the protec- 
tion of employes against personal injury. An intelligent care 
for the safety of employes, he said, was not only a human 
necessity but was good business. 

Other sectional meetings dealing with transportation were 
those of the aeronautical section, the electric railway section, 
the delivery, taxicab and bus section, and the street and high- 
way traffic section. Among the speakers in meetings of the 
latter was Harold G. Hoffman, commissioner of motor vehicles 
of New Jersey, who presented two papers, one covering high- 
way accident statistics and methods of accounting, and the 
other on “The State Responsibility for Traffic Law Uniformity.” 

The automobile, viewed from the psychological point of 
view, he said, was still an innovation and the basic facts have 
not been obtained on which uniform laws can be grounded. 
Uniformity in police laws regulating traffic in its various as- 
pects, he asserted, was generally recognized as desirable. The 
state, he held, was the proper agency for bringing about that 
uniformity. 

The present day mail and passenger transport airplane has 
been turned into a virtual flying meteorological laboratory, from 
which pilots transmit weather reports to the ground and to other 
planes in flight every few minutes, said Lester D. Seymour, 
vice-president, United Air Lines, addressing a meeting of the 
aeronautical section. 

“A few years ago,” he said, “we considered it sufficient if 
we were able to give the pilot information about weather 
conditions at his point of take off and his destination. Today, 
with millions of miles being flown on schedule each month and 
with dozens of planes in the air simultaneously over the same 
routes, we have perfected our weather reporting system to the 
point that the pilot of each plane in flight is a unit in a nation- 
wide weather system. 

“Through his constant radio communication with the ground 
and with other pilots there is never a minute in his flight when 
the pilot today is not fully informed concerning the conditions 
he will encounter. The weather hazards of flying are gradually 
being eliminated.” 

Mr. Seymour said that the most important improvements to 
be made in the future safety of commercial aviation consist of 
even greater refinements in the weather reporting system and 
in the radio communication system, both of which must be 
considered together. 

At a meeting of the aeronautical section October 15 Clarence 
M. Young, assistant secretary of commerce for aeronautics, 
Washington, D. C., described in detail the work of the aeronautics 
branch of the department in the regulation of civil and com- 
mercial flying. Safety, he said, was the principal reason for the 
existence of his department, and entered into every phase of 
its work. He expressed the view that commercial aeronautics 
was What it was in this country largely because of the work 
of the department in supervising operations from the point of 
view of safety. 

Of the more than 150,000 miles flown by planes in scheduled 
commercial services daily, he pointed out, approximately 40 per 
cent was done at night. ‘Without the airways established by the 
department,” he commented, “any flying operations except those 
conducted in clear weather and in the day time would be im- 
practical, but with them, aircraft may fly safely at night and 
thereby duplicate the performance of surface travel. By being 
able to operate with regularity after dark, aircraft continues to 
maintain its advantage of speed over surface systems, which is 
from three to four times faster.” 

In addition to its regulatory activities, largely having to do 
with safety features, and provision of the airways, weather in- 
formation, communication facilities, etc., the department was 
doing important work in the promotion and correlation of aero- 
nautics research and publication and dissemination of informa- 
tion, he pointed out. 

At the annual dinner of the National Safety Council a “cer- 
tificate of commendation” was conferred on the New York Cen- 
tral Lines, in recognition of an achievement in the safe handling 
of passenger traffic. 

The certificate, presented on behalf of the council by Presi- 
dent C. W. Bergquist to Vice-President R. D. Starbuck, of the New 
York Central, was awarded on the basis of Commission statistics 
showing that four of the New York Central Lines, in the seven 
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years ending with 1930, had moved traffic aggregating 26,947,- 
687,000 passenger-miles, the greatest number that stands credited 
to any railroad, without a passenger being killed in a train 
accident. 

“The year 1930 has been designated as the banner year in 
the history of railroad safety,” said President Bergquist in pre- 
senting the certificate. “That year ended a decade of progress 
in efficient rail transportation that stands as a monument to the 
wisdom of those executives who now direct what has come to 
be recognized as one of America’s greatest assets, our nation- 
wide transportation system. One of the outstanding features of 
this decade of improved railroad operation was the increasing 
emphasis placed upon safety.” 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended October 3 totaled 
777,837 cars, the highest for any week so far this year, ac- 
cording to the car service division of the American Railway 
Association. The previous high week this year was that of 
May 2, when 775,291 cars were loaded with revenue freight. 

The total for the week of October 3 was an increase of 
39,808 cars above the preceding week, due to an increase in 
the loading of all commodities. It was a reduction of 193,418 
cars below the corresponding week last year and a reduction 
of 402,110 cars under the same week two years ago. 

Revenue freight loading by districts the week ended October 
3 and for the corresponding period of 1930 was reported as 
follows: 


Eastern district: Grain and grain products, 6,007 and 6,099; live 
stock, 2,384 and 2,212; coal, 34,706 and 41,472; coke, 1,487 and 1,751; 
forest products, 2,219 and "3,564; ore, 2,389 and 2,700; merchandise, 
L. C. L., 60,823 and 66,804; miscellaneous, 65,101 and 86,039; total, 
1931, 175, 116; 1930, 210, 641; 1929, 261,814. 

"Allegheny district: Grain and grain products, 2,736 and 2,855; live 
stock, 2,148 and 1,959; coal, 30,686 and 38,376; coke, 2,538 and 4,637; 
forest products, 1,402 .and "2,266; ore, 5,292 and 9,753; merchandise, 
L. C. L., 44,874 and 50,922; miscellaneous, 55,688 and 79,234; total, 
1931, 145,364; 1930, 190, 002; 1929, 231,179. 

Pocahontas district: Grain ‘and grain products, 278 and 287; live 
stock, 283 and 357; coal, 35,234 and 37,528; coke, 249 and 285; forest 
products, 740 and 1,080: ore, 216 and 492; merchandise, L. C. L., 
6,342 and 6,996; miscellaneous, 7,211 and 7,677; total, 1931, 50,553; 1930, 
54,702; 1929, 64,629. 

Southern distr ict: Grain and grain products, 3,202 and 3,628; live 
stock, 1,115 and 1,433; coal, 19,056 and 21,738; coke, 349 and 474; forest 
products, 8,564 and 12, 559; ore, 382 and 960; merchandise, L. C. 
35,947 and 39,786; miscellaneous, 40,544 and 55, 961; total, 1931, 109, 169: 
1930, 136,539; 1929, 152,175. 

‘Northwestern district: Grain and grain products, 9,313 and 12,868; 
live stock, 8,516 and 8,749; coal, 7,057 and 9,792; coke, 838 and 1, "273: 
forest products, 5,371 and 9,436; ore, 16,849 and 24,515; merchandise, 
i. C. Lin 2B, 491 and 30, 925; miscellaneous, 33,857 and 44,665; total, 
1931, 108, 392; 1930, 142, 223; 1929, 182,047. 

Central Western district: Grain and grain products, 11,971 and 
11,406; live stock, 10,820 and 12,563; coal, 10,045 and 13,173; coke, 116 
and 167; forest products, 4,434 and 7,568; ore, 2,297 and 3,539; mer- 
chandise, L. C. L., 30,004 and 33,744; miscellaneous, 52,379 and 73, 383; 
total, 1931, 122, 066; 1930, 154,543; 1929, 186,594. 

Southwestern ‘district: Grain and grain products, 4,224 and 5,430; 
live stock, 2,343 and 2,892; coal, 5,173 and 5,789; coke, 142 and 179; 
torest products, 2,986 and 5,079; ore, 299 and 471; merchandise, L. C. 
L., 14,616 and 15, 666; miscellaneous, 37,504 and 47,099; total, 1931, 
67, "287; 1930, 82, 605; 1929, 101,509. 

Total, all roads: Grain ‘and grain products, 37,731 and 42,573; 
live stock, 27,609 and 30,165; coal, 141,957 and 167,868; coke, 5,719 and 
8,766; forest products, 25, 716 and. 41, 552; ore, 27, 724 and 41, 430; mer- 
chandise, 7s ©, Atos ’219, 097 and 244, 843; miscellaneous, 292, 284 and 
394,058; total, 1931, 777, 837; 1930, 971, 355; 1929, 1,179,947. 


Loading of revenue freight in 1931 compared with the two 
previous years follows: 





1931 1930 1929 

Five weeks in January............ 3,490,542 4,246,552 4,518,609 
Four weeks in February 2,835,680 3,506,899 3,797,183 
Four weeks in March... coc 2p930,510 3,515,733 3,837,736 
Four weeks in April..... .- 2,985,719 3,618,960 3,989,142 
Five weeks in May...... 3,736,477 4,593,449 5,182,402 
Four weeks in June.......ssccocrse 2,991,749 3,718,983 4,291,881 
POUPr WEGES I TUIZ..ccccccscsesss 2,930,767 3,555,610 4,160,078 
Five weeks in August............ 3,747,284 4,671,829 5,600,706 
Four weeks in September......... 2,907,953 3,725,686 4,542,289 
Week of October 3......-ccccoec. 777,837 971; 255 1,179,947 

OE sais b dion desunccnsiecceepeus 29,343,825 36,124,956 41,099,973 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
September 23-30, inclusive, was 564,284, as compared with 570,573 
cars the preceding period, according to the car service division 
of the American Railway Association. It was made up as follows: 


Box, 243,753; ventilated box, 1,983; auto and furniture, 47,688; 
total box, 293, 424; flat, 21,978; gondola, 124, 669; hopper, 85,096; total 
coal, 209,765; coke, 1,288; 8. D. stock, 20, 970; D. D. stock, 3,581; re- 
frigerator, 11 ,430; ‘tank, 510: miscellaneous, 1,338. 


Canadian roads reported a surplus of 44,265 cars, made up 
of 36,500 box, 4,950 auto and furniture, 940 flat, 200 gondola, 350 
S. D. stock, 1,150 refrigerator, and 175 miscellaneous cars, 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 
The Trafic World New York Bureau 


A notable increase in activity in various full cargo trades 
has occurred in the week just passed, though, for the most 
part, rates have maintained their rock-bottom levels. If the 
increase in the number of fixtures continues, however, it 
should have the effect of giving employment to the large 
amount of unfixed spot tonnage in the market and thus afford 
an opportunity for an increase fin freights. Considerable 
interest has been shown in the news of the barter negotiations 
between Brazil and Germany whereby Brazilian coffee will 
be exchanged for about 500,000 tons of German coal. In this 
connection it has been suggested that a triangular deal might 
be arranged whereby Canada could accept Germany’s coal, 
Brazil take Canadian wheat and Germany the coffee. 

Most of the grain fixtures made early in the week were 
on the previously reported basis of 7% cents, Montreal to 
Antwerp-Rotterdam, but later a small Norwegian vessel took 
a cargo for Rotterdam at 8 cents for prompt loading. A Brit- 
ish steamer was closed at London for a cargo from Montreal 
to picked ports in the United Kingdom on the basis of 2s 3d, 
with option for Antwerp-Rotterdam at 8% cents, Hamburg or 
Bremen, 9% cents for late October-early November loading. 

Coal has been moving in considerable volume out of Hamp- 
ton Roads to Brazil, some six fixtures having been accom- 
plished during the past week at rates on the basis of about 
$2.40 to Rio de Janeiro for prompt loading. It is thought that 
this activity, if continued, will have a beneficial effect on rates 
generally. 

Fixture of a transatlantic sugar cargo from Cuba or Santo 
Domingo to United Kingdom-Continent was reported at a rate 
slightly in advance of the last previously consummated. Time 
charter trades continued dull. 

G. A. Dundon, Atlantic coast manager of the McCormick 
Steamship Company, with headquarters in Philadelphia, an- 
nounces that, for the present, the New York office of the com- 
pany will be consolidated with that of the Charles R. Mc- 
Cormick Lumber Company. 

Ocean freight rates on coffee shipments from Brazil seem 
to have been stabilized for the time being at 25 cents a bag 
for both passenger and freight steamers. Efforts to restore 
the former plan of a differential for the freight ships because 
of their lower speed have failed thus far. 

H. J. Wagner, director of the Norfolk-Portsmouth Traffic 
Commission, has recommended that the port interests oppose 
the four-system merger plan of the eastern railroads on the 
ground that such a consolidation would result in alien control 
of the Chesapeake & Ohio, which would bring about the 
diversion of a large volume of traffic from Hampton Roads tu 
other ports. 

At the last meeting of the Transatlantic-Continent Con- 
ference the rate on apples to Hamburg was reduced from $1.10 
to $1 a barrel and the rate to French Atlantic, Rotterdam and 
Antwerp was reduced from $1 to 90 cents a barrel. The United 
Kingdom rate had previously been reduced from 90 cents to 80 
cents a barrel. 


The special committee of the intercoastal steamship lines 
has reached an agreement for maintenance of the $10 lumber 
rate through October, November, December and January and 
approved in principle a plan for restriction of lumber space, 
the details of which have not yet been worked out. W. G. 
Warley, president of the Calmar Line, was named as head of 
a committee to notify the lumber shippers of the decision of 
the steamship lines. The lumber rate structure has been weak- 
ened lately by the action of some carriers in “selling space 
short,” thus depressing the market. Stabilization is said to 
have been desired by the lumber shippers themselves. 

The twenty-fourth annual meeting of the Atlantic Deeper 
Waterways Association ended its business sessions in Boston 
by re-electing J. Hampton Moore, of Philadelphia, president and 
approving a report of its resolutions committee embodying in- 


dorsement of many important projects, including a ship canal . 


across northern New Jersey to connect New York harbor with 
the Delaware River. 

Mr. Moore, former Mayor of Philadelphia, has been presi- 
dent since the founding of the association. Other officers in- 
cluded the following vice-presidents at large: Former Repre- 
sentative John H. Small, Washington; Mayor Frederick W. 
Donnelly, of Trenton, N. J.; John P. Magill, of the Maritime 











Association, Port of New York; Frank S. Davis, Boston; How- 
ard W. Jackson, Mayor of Baltimore; Clark D. Sterns, retired 
naval captain, of Miami, Fla., and A. B. Schwarzkopf, of Vir- 
ginia. William E. Bernard of Philadelphia was _ re-elected 
treasurer. 

Two new directors-at-large were named, Clarke Warner, of 
Delaware, and Peter G. Ten Eyck, chairman of the Albany, N. 
Y., Port Commission. 

Other projects recommended included the deepning of the 
Cape Cod Canal, construction of a ship canal across northern 
Florida to connect the Atlantic with the Gulf of Mexico, deep- 
ening of the Delaware River and enlargement of the Chesa- 
peake and Delaware Canal, deepening of the Savannah River 
below Augusta, examination into the practicability of a coastal 
canal from Boston to Maine and deepening the Hudson River to 
twenty-seven feet as far north as Troy. 


TO FOREGO APPROPRIATION 


“Cooperating with. the administration’s plan for the utmost 
economy in governmental expenditures and a minimum of appro- 
priation demands upon the U. S. Treasury, Chairman O’Connor, 
October 14; received the board’s approval of a proposition to 
request no appropriation for operations under the shipping fund 
for the next fiscal year ending June 30, 1933,” said a statement 
issued by the board. 

“It is fully anticipated that Fleet Corporation surplus will 
furnish the necessary funds with which to carry on not only for 
1932, during which year indications are that previous loss esti- 
mates will be considerably exceeded, but also for 1933, when, 
however, it is anticipated that several lines will have been sold 
to private American owners. These are the American Hampton 
Roads Line, American Republics Line, Dixie Mediterranean Line, 
and Oriole Lines, in addition to the American Diamond Lines 
and Mobile Oceanic Line which have been disposed of and are 
in process of delivery.” 


STATUS OF U. S. LINES 


The Shipping Board, October 13, granted an extension until 
midnight October 25, within which the Chapman-Dollar-Dawson 
interests and the newly organized U. S. Lines Company of 
Nevada are to comply with formalities respecting execution of 
contract covering a plan for the reorganization of the United 
States Lines, Inc., which the board heretofore had authorized 
be executed by October 15. 

It is understood that the Chapman-Dollar-Dawson group, 
which has been making arrangements on the Pacific coast for 
closing the matter, will, in view of this extension, come east and 
conclude final details. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 15 
of the shipping act of 1916 were approved by the shipping board 
October 14: 


Bull Insular Line, Inc., with Furness Red Cross Line: Covers 
through shipments of fish from St. Johns, Newfoundland, to ports of 
call of Bull Insular in Puerto Rico, with transshipment at New York. 
Through rates are to be based on direct line rates, out of which Bull 
Insular is to receive the proportions set forth in the memorandum 
filed plus 2% cents per 100 pounds on shipments to San Juan and plus 
10 per cent on shipments to Arecibo, these additional proportions to 
be added to the through rates. Cost of transfer and customs entry 
at New York is to be absorbed by Furness Red Cross Line out of its 
proportion. 

Dollar Steamship Lines, Inc., Ltd., with Blue Funnel Line and Pa- 
cific Steamship Company; Dollar Steamship Lines, Inc., Ltd., with Nip- 
pon Yusen Kaisha and Pacific Steamship Company; Dollar Steamship 
Lines, Inc., Ltd., with Mitsubishi Shoji Kaisha and Pacific Steamship 
Company: These three agreements, which are identical except as to 
the participating trans-Pacific carrier, provide for through shipments 
of silk from Oriental base ports of loading of the trans-Pacific carrier 
to United States Atlantic Coast ports of call of Dollar Line, with 
transshipment at Seattle or Victoria and San Francisco. Through 
rates are to be same as applicable direct line conference rates, of 
which the trans-Pacific carrier is to receive 50 per cent, while the 
remainder is to be apportioned between Pacific Steamship Company 
and Dollar Line in the ratios set forth in the agreements. Transship- 
ment cost at Seattle or Victoria is to be absorbed 50 per cent by trans- 
Pacific carrier, 16% per cent by Pacific Steamship Company and 33% 
per cent by Dollar Line. When shipments of all cargo to be trans- 
ferred at San Francisco aggregates less than 100 tons cost of transfer 
and inward and outward tolls are to be absorbed one-third by Pacific 
Steamship Company and two-thirds by Dollar Line. When tonnage 
equals or exceeds 100 tons Pacific Steamship Company is to make 
delivery to Dollar pier and the latter assumes outward toll only. 

Dollar Steamship Lines, Inc., Ltd., with Fabre Line: Through 
billing arrangement covering shipments of dried fruit, canned fish and 
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canned goods from Pacific Coast ports of call of Dollar to specified 
Mediterranean ports. Through rates are to be based on direct line 
conference rates and are to be apportioned equally between the two 
earriers, each of which is to assume one-half the cost of transship- 
ment at New York. 

Luckenbach Steamship Company, Inc., with Canadian Pacific 
Steamships, Ltd., and Pacific Steamship Company: Covers through 
shipments of silk from Oriental loading ports of Canadian Pacific 
Steamships, Ltd., to United States Atlantic Coast ports, with trans- 
shipment at Victoria and San Francisco. Through rates are to be 
based on direct line rates, of which Canadian Pacific is to receive 
50 per cent while of the remainder Pacific Steamship Company is to 
receive $11 per 2,000 pounds when the through rate is $5 or more per 
100 pounds and $8 per 2,000 pounds when the through rate is less 
than $5 per 100 pounds, in addition to 2 per cent of the entire through 
rate from Far East or Oriental loading ports to Atlantic Coast ports 
of discharge, the remainder to accrue to Luckenbach Steamship Com- 
pany, Inc. Transshipment cost at Victoria is to be absorbed 50 per 
cent by Canadian Pacific, 1634 per cent by Pacific Steamship Company 
and 33% per cent by Luckenbach. When total tonnage aggregates less 
than 100 tons Pacific Steamship Company is to absorb one-third of 
the entire cost of transshipment at San Francisco, as well as inward 
and outward state tolls, and Luckenbach the remainder. When ton- 
nage equals or exceeds 100 tons Pacific Steamship Company is to 
make delivery to Luckenbach pier and the latter is to assume full 
outward state toll. 

O’Connor Trading Company, Ltd., with Luckenbach Steamship 
Company, Inc.: Arrangement covering shipments on through bills of 
lading from South Seas ports to United States Atlantic Coast ports 
of call of Luckenbach, with transshipment at San Francisco. Through 
rates are to be in accordance with rates of other South Seas carriers 
applicable on traffic to North Atlantic ports or as may be agreed by 
the parties to this agreement, subject to minimum through rate of 
$9 per ton, weight or measurement, from South Seas loading ports of 
O’Connor Trading Company. Through rates from South Seas loading 
ports are to be apportioned equally between the two lines, each of 
which is to absorb one-half of cost of transshipment. On shipments 
originating beyond O’Connor Trading Company loading ports that 
carrier is to receive the expense of transporting shipments from point 
of origin to shipside in addition to its proportion of the through rate 
from base port. 


Modifications of agreements were approved as follows: 


Oceanic & Oriental Navigation Company with Williams Steamship 
Corporation: Proposes modification of agreement for through ship- 
ments from United States Atlantic Coast ports to Australia and New 
Zealand, with transshipment at San Francisco. Under the agreement 
now in effect through rates are based on direct line rates and are 
apportioned equally between the participating carriers. By the terms 
of the modification submitted Oceanic & Oriental Navigation Com- 
pany’s proportion of the through rates on shipments moving under the 
agreement is to be subject to a minimum of $7 per ton, weight or 
measurement. 

Quaker Line with America-France Line; Quaker Line with Ham- 
burg-American Line; Quaker Line with North German Lloyd; Quaker 
Line with Holland-America Line: Each of the agreements which it 
is proposed to modify provides for movement of canned fish, canned 
goods and dried fruit on through bills of lading from Pacific Coast 
ports of call of Quaker Line to European ports of call of the partici- 
pating trans-Atlantic carrier, with transshipment at New York; 
through rates in each instance being based on direct line rates and 
apportioned equally between the intercoastal carrier and the trans- 
Atlantic carrier, each of which absorbs one-half of cost of transship- 
ment at New York. The modifications submitted propose extending 
the scope of each of these agreements to include through shipments 
of all commodities from and to the same ports and upon the same 
basis of through rates, divisions and conditions set forth in the agree- 
ment as now in effect. 

Quaker Line with United States Lines Operations, Inc.; Quaker 
Line with United States Lines Operations, Inc: The agreements which 
it is proposed to modify were approved by the board December 11, 
1930, and provide for through shipments of canned goods, dried fruit, 
high density cotton, apricot kernels, honey and dried beans from 
Pacific Coast ports of call of Quaker Line to Southampton, England, 
and Hamburg, Germany, with transshipment at New York; through 
rates in each instance being based on direct line conference rates and 
apportioned equally between the two lines, each of which absorbs 
one-half of cost of transshipment. Extension of the scope of each of 
these agreements to include through shipments of all commodities 
between the same ports and upon the same basis of through rates, 
divisions and conditions set forth in the agreements as now in effect 
is proposed by the modifications submitted. 


FAILURE TO FILE WATER TARIFFS 


The Shipping Board, in No. 66, in re Coast Steamship Com- 
pany, has discontinued the proceeding of investigation as to the 
company’s failure to file tariffs with the board, because the 
company is no longer engaged in business. The board said that 
its information was that the company, with headquarters at 
San Francisco, was engaged in freight transportation service 
as a common carrier by water in interstate commerce. The 
investigation developed, according to the report, that the “Coast 
Steamship Company” was not the name of a corporation but 
was a “fictitious name” used for a period of approximately one 
year, terminating January 1, 1931, “as a gathering agency for 
freight.” The steamers which moved the freight were owned 
and operated by various lumber cmpanies and others with whom 
the individual employing the name “steamship company” had 
an arrangement whereby they received from him the prevailing 
' freight rates on the cargo transported less a percentage thereof 
retained by him. The board found that the business conducted 
under the name “Coast Steamship Company” was clearly that 
of a common carrier by water in interstate commerce on regu- 
lar route within the purview of the requirements of the appli- 
cable regulatory provisions of the shipping act, 1916, but that 
in view of the present non-existence of the so-called Coast Steam- 
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ship Company it was not seen that in the public interest other 
than an order of discontinuance was required. 


U. S. SHIP CONSTRUCTION 


In September, 1931, there were built in the United States 
and officially numbered 69 vessels of 27,906 gross tons, as com- 
pared with 98 vessels of 11,554 gross tons for the month of 
August, 1931, and 113 vessels of 32,083 built and officially 
numbered in September, 1930, showing a decrease of 44 vessels 
and 4,177 gross tons for the same month this year, according 
to A. J. Tyrer, commissioner of the Commerce Department’s 
Bureau of Navigation. 

Of thees vessels 60 were of wood construction, aggregating 
2,904 gross tons, and 9 were of metal construction, aggregating 
25,002 gross tons. Additional information disclosed in the 
bureau’s tabulation follows: 


Total construction for month was classified as follows: Steam, 
2 vessels of 22,030 gross tonnage; motor (oil), 13 vessels of 947 gross 
tonnage; motor (gas), 40 vessels of 523 gross tonnage; and unrigged, 
14 vessels of 4,406 gross tonnage. 

Of the steam vessels there was 1 oil burning vessel of steel con- 
struction of 21,936 gross tons (President Coolidge), and 1 coal burning 
vessel of steel of 94 gross tons. 

Classified geographically, 37 vessels of 23,663 gross tonnage are 
listed under Atlantic and Gulf ports, 18 vessels of 1,654 gross tonnage 
under Pacific ports, 7 vessels of 1,759 gross tonnage under Great 
Lakes ports, and 7 vessels of 830 gross tonnage under western rivers. 

One vessel was reported during the month as transferred to a 
foreign flag, representing a gross tonnage of 533. This was the oil 
yacht “Hussar,’’ built of steel and transferred to the German flag. 


POTATOES BY WATER 


For the first time in the history of potato-growing in 
Maine, a substantial portion of the crop will be shipped out 
of the state by water this year, it is learned with the an- 
nouncement by the Harris Company, Maine agents for the 
Munson Steamship Company, that it has a contract to move 
1,000,000 bags of potatoes from Searsport, Me., to New York. 

The Great Atlantic and Pacific Tea Company, purchaser 
of 18,000,000 bushels, or practically one-third of this year’s 
production in Aroostook county, will start this new method 
of handling Maine potatoes. Less than one-tenth of this com- 
pany’s purchases will be water-borne this year, but steamship 
officials predict that, if the method proves successful, the 
cargoes will be larger next year. The rest of the consignment 
to the Great Atlantic and Pacific Company will be moved by 
rail, as in the past. 

This method of shipping potatoes was mentioned at the 
recent hearing before the Interstate Commerce Commission 
in Portland on the proposed 15 per cent increase in freight 
rates, when representatives of the potato growers asserted that 
an increase in freight rates would necessitate resorting to 
water transportation to meet competition from potatoes grown 
in New Brunswick. 


SHIPPING BOARD PROPERTY 


The Shipping Board has authorized immediate steps be 
taken to auction ten properties in the Borough of Brooklawn, 
N. J., and proposes to continue similar auctions until all of 
its properties in that borough are sold. In the last six months 
the board has been making strenuous efforts to dispose of these 
government-owned houses and mortgages and recently adver- 
tised for bids for the individual properties. Bids received, how- 
ever, were not acceptable. Brooklawn is composed of houses 
and other buildings constructed in the war period for the ac- 
commodaton of shipyard workers at Gloucester and Camden, 
N. J. The interests of the United States remaining to be dis- 
posed of are 70 pieces of property and 262 mortgages. 


MERCHANT MARINE DOCUMENT 


When a steamship company gets a new vessel, there is a 
distinctive mark on the funnel and the “house flag,” and the 
number of changes in such house flags and funnel marks is 
surprisingly large, according to A. J. Tyrer, commissioner of 
the Commerce Department’s Bureau of Navigation, in comment- 
on the publication of the 1931 edition of the bureau’s large 
annual publication, “Seagoing Vessels of the United States.” 

Of the principal companies listed in this year’s publica- 
tion, only about 65 per cent retain the same markings as last 
year. The remaining 35 per cent represent changes in owner- 
ship, consoldation of companies and the _ growth of smaller 
companies. 

Each year the comprehensive maritime publication is 
brought to date, and this year the colored section devoted to 
charts showing the markings of the flags and funnels of the 
120 principal American and foreign steamship lines engaged 
in American trade, presents the most up-to-date compilations 
of such designs. All shades of color are represented, from pale 
pink and blue to violet, red and purple in the flags, and the 
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er" designs that are placed on the funnels are equally 
varied. 

The lithographic section also contains the flag of the Presi- 
dent of the United States, together with those of the cabinet 
officers, the United States Shipping Board, the various admin- 
istrative departments having ‘vessels of their own, pennants 
of the International Commercial Code, certain important dis- 
tress signals, and the man-of-war and merchant flags of each 
of the principal maritime countries. 

The present volume also contains a comprehensive list of the 
sea-going merchant vessels of the United States, with their official 
numbers, signal letters, rigs, tonnages, dimensions, dates of 
construction, places of construction, service, crew, horsepower, 
name of owners, home-ports, and addresses of owners. The 
same information is also given for yachts in service in domestic 
waters. There is also a list of government vessels, carrying 
names of vessels, type, propulsion, masts, diplacement, and other 
data. 


NICARAGUA CANAL PROJECT 


The Interoceanic Canal Board met in Washington October 
13 to review its plans, estimates and recommendations for the 
proposed Nicaraguan Canal, with a view to their being submit- 
ted to Congress at its next session. The members of the board 
are: Colonel Ernest Graves, Washington, D. C.; Lieutenant- 
Colonel Dan I. Sultan, Washington, D. C.; S. B. Williamson, 
Washington, D. C.; Dean Anson Marston, of the State College of 
Agriculture and Mechanical Arts, Ames, Ia., and R. G. Finch, 
Albany, N. Y. 

The board was designated by President Hoover to aid the 
Secretary of War and the Chief of Engineers of the army in 
connection with the investigations authorized by Public Reso- 
lution No. 99, Seventieth Congress. This resolution authorized 
the President to cause to be made, under the direction of the 
Secretary of War and the supervision of the Chief of Engineers, 
and with the aid of such civilians as the President should deem 
advisable, investigatons and surveys to determine the additional 
facilities needed at the Panama Canal, as well as an investiga- 
tion and survey of the Nicaragua Canal route. 


IMPROVEMENT OF WATERWAYS 


An allotment of $20,000 for improvement of Brunswick 
Harbor, Ga., has been approved by the Acting Secretary of War. 

An allotment of $95,000 from river and harbor funds for 
installation of new lock gates and the repair of the Kampsville 
and La Grange locks, on the Illinois River, Ill., has been 
approved by the Acting Secretary of War, Colonel Frederick H. 
Payne. 

An allotment of $44,000 for repairs to wing dams and 
snagging operations on the lower and upper Sacramento River, 
respectively, also has been approved. For providing a new 
dredge for maintenance work on the Dalleas-Celilo Canal, Oregon 
and Washington, an allotment of $10,000 has been approved. 


PAN AMERICAN CONFERENCE 


The Trafic World Washington Bureau 


For the purpose of developing closer relations among the 
commercial organizations of America the Fourth Pan American 
Commercial Conference, which concluded its sessions in Wash- 
ington October 13, adopted a resolution favoring the immediate 
creation of a private organization representing the economic 
interests of all the American countries. 

Through such an organization, independent of official con- 
trol, according to the resolution, the commercial organizations 
may express the views of the transportation, financial, indus- 
trial and commercial interests on the complex problems that 
engross them and also cooperate for the improvement of their 
activities. Provisional creation in New York City of the Inter- 
American Federation of Commercial Associations was sug- 
gested. Procedural steps looking to the creation of the new 
organization were proposed. 

Prompt enactment of the Hague Rules by all the nations 
of the Americans to the end that there may be uniform ocean 
bills of lading was urged in another resolution which recom- 
mended that the subject be placed on the agenda of the Sev- 
enth International Conference of American States to be held at 
Montevideo in December, 1932. 

The conference recommended that the committee of the 
International Conference of American States, in the light of 
changes that had occurred in recent years and the services 
rendered by various means of transportation, re-study the whole 
question of the Pan American Railway with a view to proposing 
such modifications of the plans for the railway and eventually 
its coordination with other means of transportation, as might 
be best suited to the promotion of the original purposes of the 
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railway, i. e., the development of commerce, facilitation of in- 
ternational travel and the’ promotion of international good will. 
In the meantime the conference recommended that in the case 
of any small gaps that remained in the otherwise continuous 
line of the Pan American Railway, the country or countries 
concerned should give careful consideration to the desirability 
of proceeding with the completion of such sections. 

The conference recommended that the general plan of de- 
veloping highways of international significance, such as the Pan 
American Highway now being reconnoitered, should be favVvor- 
ably considered in the road programs of the several countries 
concerned by expediting so far as possible the sections of high- 
ways comprising those routes. 

The conference resolved that the establishment of toll roads 
Was not usually to be recommended as part of the national 
highway system. It went on record in favor of the greatest 
practicable degree of uniformity in the detailed measures for 
traffic control on streets and highways. 

In a resolution dealing with commercial aviation the con- 
ference resolved that the procedure relative to the arrival and 
departure of aircraft engaged in international service be sim- 
plified, reducing the forms, if possible, to a single document; 
that the regulations for the transfer of passengers and mer- 
chandise be also simplified, and that no tax be imposed on the 
arrival and dispatch of said aircraft, the necessary legislation 
to be formulated as soon as possible in those countries in which 
exemption from said taxes cannot be granted under existing 
laws. Other measures designed to facilitate the development 
of aircraft commerce were favored. The conference recom- 
mended that the governments of the Americas and industrial 
and commerciaal enterprises conduct an intensive campaign to 
increase the use of air mail services in order that the aviation 
companies might obtain in that manner an income as great 
as possible and that would permit them to operate under advan- 
tageous conditions. 

Another resolution recommended to the governments of the 
American countries the establishment of free ports in accord- 
ance with the requirements of each one of them, and resolved 
in favor of accepting the offer of the government of Costa Rica 
in the sense that a free port be established at Puerto Limon. 

Resolutions favoring the taking of steps to improve elec- 
trical communications among the American countries and for 
the development of tourist travel were adopted. 

The conference recommended to the governments of the 
American republics that they charge only fixed, minimum con- 
sular fees on shipping documents and that no additional sur- 
charge or tax of any nature be collected at the port of em- 
barkation, whether consular invoices are required or not; that 
the collection of any other charges on imports be made solely 
at the ports of entry, and that the governments consider the 
feasibility of reducing or limiting the number of commercial 
documents requiring consular visaes, as it may become advis- 
able to expedite business and may be permitted by improve- 
ments in the measures for the control of imports at the ports 
of destination. 


GOVERNMENT BARGE SERVICES 


Replying to those who see in the continuation of the gov- 
ernment barge services a socialistic enterprise and to those who 
are demanding that the government get out of the inland water- 
way transportation business, Major General T. Q. Ashburn, 
chairman and executive of the Inland Waterways Corporation, 
in an address October 12 before the Ohio Valley Association, at 
Charleston, W. Va., endeavored to allay the apprehension of the 
first group and to point out to the second group that the corpora- 
tion had a definite task, imposed by Congress, to perform before 
it could get out of business. 


General Ashburn said it seemed to him that the legal safe- 
guards, carefully drawn to prevent precipitous action in expand- 
ing the services of the government barge lines, “should be an- 
swer enough to those who are apprehensive that the Inland 
Waterways Corporation will develop into a gigantic socialistic 
enterprise.” The general referred to previsions of law requiring 
adequate channels and facilities before the barge services could 
be extended further than now specifically authorized and to the 
fact that the chances were that to have suitable facilities avail- 
able to extend operations further than now authorized (to Chi- 
cago and Kansas City), an appropriation act would have to be 
passed by Congress. 

That the Inland Waterways Corporation, said he, had a very 
definite mission of pioneering and demonstrative work to com- 
plete would be readily understood, but too often the fact was 
overlooked that what was being done was carrying into effect 
the mandates of existing law, “which contemplates the with- 
drawal of the government from its transportation facilities and 
their ultimate transfer to private ownership; quite different 
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from the conception of socialism which can be found in any 


dictionary.” 
Hoover Impetus 


The Inland Waterways Corporation, asserted General Ash- 
burn, had operated since its organization in August, 1924, “with 
an average net operating income of around $100,000 per annum.” 
In the course of his address the general said: 


While the fact that the Inland Waterways Corporation had ac- 
complished the astonishing feat of converting an annual operating 
loss of a million a year into an operating profit within 18 months had 
excited much favorable comment, particularly in the Mississippi Val- 
ley, it was not until the Secretary of Commerce, now His Excellency 
the President, visualized his great transportation cross extending 
from Pittsburgh on the east, to Kansas City on the West, from New 
Orleans in the south, to Chicago in the north, with an important 
branch extending to the Twin Cities, the main arteries having a 
standard depth, with ramifications from the main arteries completed 
in the order of their importance, and in accordance with sound eco- 
nomics and sound engineering principles, that the public grasped the 
vital significance of the completion of such a system, and its value 
to the country as a whole. 

Waterway development had received the impetus necessary to 
carry it on to a successful termination... 

A summary of the accomplishments of the Inland Waterways 
Corporation is a summary of what has been done in bringing about 
successful common carriers on our waterways: 

A. Suitable navigable streams— 

In the last rivers and harbors bill there were approved 174 new 
projects for waterway and harbor development in the United States, of 
which 85 were for improvement of rivers and canals, and 89 for im- 
provement of ports and harbors. 

B. Suitable boats for streams to which adapted— 

We have developed the most efficient and economical river tow- 
boats in the world, culminating in the diesel towboat Herbert Hoover, 
twin screw, tunnel type. 

We have developed a powdered coal burner; we have converted 
coal burning stern wheelers into a very efficient type of oil burning, 
twin ‘screw, tunnel type. For shallow draft we developed the Patrick 
J. Hurley type, twin tandem, compound condensing engines, super- 
heated steam, etc., and from that passed on to the twin screw, tunnel 
type, diesel direct drive. ; 

We have developed a standard barge, suitable for commerce on a 
six-foot draft or a nine-foot draft. We now have a balanced fleet, 
consisting of power adapted to draft, and barges adapted to both 
drafts. 

In 1925 the corporation had a@ capital stock of $5,000,000, and an 
equipment consisting of 156 miscellaneous craft, of which there were 
13 towboats, 4 self-propelled barges and 85 barges, with an invest- 
ment in real property and equipment of $10,408,907.58. i é 

August 31, 1931, the corporation had 308 boats in commission, with 
1 towboat and 40 barges under construction; a total of 346, 95 per cent 
of which are modern. Practically the entire war fleet has been retired 
and charged to profit and loss. 

Of these 346 boats there are 22 towboats and 266 barges. The 
capital stock of the corporation is $15,000,000, of which $3,000,000 re- 
mains in the treasury, and the total investments as of December 31, 
1930, amounted to $23,957,901.49. 5 

Authorized projects as of August 1, 1931, actually under construc- 
tion, amount to $1,887,439.08. é 

To meet these projects there was available August 1, 1931, $2,328,- 
809.91 in cash, and $3,000,000 in the treasury, vailable for withdrawal 
at any time, and against which there are no obligations. It is our 
reserve to be drawn upon as necessity arises. 


Financial Results 


For the first 8 months of 1931 the net operating income of the 
corporation amounied to $150,747.46, as against a net operating income 
for the same period of 1930 of $28,861.63. Included in the operating 
expenses of 1931 was a depreciation charge of $314,330.78; and for 1930 
a depreciation charge of $298,568.58. The total amount of freight car- 
ried by the corporation since August, 1924, its organization, amounts 
to 10,217,071 tons; estimated savings to the public, $7,500,000. 

The lessons, the experience and the cooperation of this organiza- 
tion have been of incalculable value to the shipping public. 

Domestic Commerce Series No. 32 reports as of January, 1930, 
that in response to questionnaires it was ascertained that there are 
today 200 common carriers, 98 contract carriers and 187 private car- 
riers operating on the inland waterways of the United States (ex- 
clusive of the Great Lakes), which companies own 4,500 barges, 1,300 
propelling units, with a total value around $150,000,000. How many 
of these were put in commission through our experience it is difficult 
to tell, but the two common carriers operating on the Ohio and Mis- 
sissippi (the American Barge Line and the Mississippi Valley Barge 
Line), the vasts fleets operated by Jones and Laughlin, the U. S. 
Steel Corporation, Carnegie, the Tennessee Coal, Iron and Railroad 
Company fleet, the Union Barge Company and the Standard Oil fleets, 
can almost with certainty be pointed out as definite examples of 
what has been accomplished through our demonstrating and pioneer- 
ing work. 

Cc. Suitable terminals— 

We have had created, through our efforts, the following terminals, 
most of which are owned by municipalities, and of an approximate 
value of ten million dollars. 

Minneapolis, St. Paul, Stillwater, Minnesota; Dubuque and Bur- 
lington, Iowa; Rock Island and Peoria, Illinois; St. Louis, Missouri; 
Memphis, Tennessee; Helena, Arkansas; Vicksburg, Mississippi; 
Baton Rouge and large extensions at New Orleans, Louisiana; Mobile, 
Alabama, and Kansas City, Missouri. 

In addition we operate, under lease, terminals at East St. Louis 
and at Cairo, Illinois, and over our own terminal facilities at Holt 
and Birmingport, Alabama. 

They are leased by our corporation, usually on a basis of pay- 
ment of 15 cents per ton for every ton of freight handled across the 
terminal, until such time as we make a contract, as at Memphis, pay- 
ing the city sufficient to amortize the investment, or to pay taxes, 
create sinking fund, retire bonds, etc. We pay Memphis approx- 
imately $72,500 per annum. 

All of these terminal facilities are available to other operators 
at cost of operation to us, ’ 

D. Balanced freight— 

This has been nicely developed on the lower Mississippi, but not 
yet on the upper Mississippi or the Warrior. 
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E. Joint routes and rates between rail and water carriers— 

In 1920 there were joint rates and routes covering portions of 
twelve states. There are today joint routes and rates with 165 rail- 
roads, embracing forty-odd states. The decisions in these cases form 
the basis for such rates by all other common carriers. 

F. Equitable division of accruing revenue— 

We have many joint rail-water rates which are equitably divided, 
either by common consent, or by decisions of the Interstate Com- 
merce Commission. 

_ ,Rail-water-rail rates have yet to find a suitable yardstick for 
divisions . . . but I am sure there is slowly evolving a solution. 


Mission of Corporation 

The mission of this corporation as a government agency has never 
been to act as a club to beat down railway rates, whetner those rates 
have been decided to be reasonably compensatory by the Interstate 
Commerce Commission or not; it has not been to furnish relief to 
certain sections of the country at the expense of others, but it has 
a certain well-defined mission to accomplish, i. e., the demonstration 
of the economic feasibility and desirability of reestablishing common 
carriers by water and, through coordination and cooperation of such 
carriers with rail and highway carriers, to demonstrate that the 
whole country may reap some benefit (through cneaper transportation 
than would otherwise ve available), of the vast sums of money that 
have been spent and will be spent in creating navigable streams. 
The fact that the public is reaping such benelits in a far greater 
measure than ever before, the fact-that certain sections of the coun- 
try profit more by the operations of tnis demonstration agency than 
others, is incidental to the proper execution of the mandate of Con- 
gress and not the prime object of the demonstration. 

As has been repeatedly pointed out, emphasized and reempha- 
sized, and embodied in the basic law creating this corporation, it was 
organized for the purpose of “carrying on the operations of the gov- 
ernment-owned inland canal and coastwise waterways system to the 
point where the system can be transferred to private operations to 
the best advantage of the government.” 

Certainly the point wili never be reached where the system can 
be transterred to private operation to the best advantage of the gov- 
ernment unless the system can be proven to be a financial success, 
and the system can not be made a financial success if it be expanded 
injudiciously, if its resources are frittered away upon the hopeless 
project of carrying at less than cost in order to benefit a particular 
locality, or if it abandons its established policy of coordinating and 
making cooperative a unified system of rail, water and motor trans- 
portation. Such system must reach into the homes of all the people 
who have been taxed to create these navigable streams and extend its 
benefits to river communities, to the interior and our seacoasts, and 
it can not succeed if it attempts to utilize our streams for the sole 
benefit of those communities fortunately located thereon. 

That this corporation represents to the people of the United States 
and Congress the only effective agency in existence for rehabilitating 
—— transportation upon our interior navigable streams is beyond 
question. 

That it has been a very potent factor in the restoration of the 
economic parity of the Middle West, destroyed by the Panama Canal 
and the rate structure of the railroads, designed to meet this canal 
competition, is generally acknowledged. 

It has been of enormous value to agriculture and has afforded 
the means whereby our agricultural products have been marketed in 
normal times, with increased prices to the farmer; and has frequently 
allowed the middle man to operate at times in wheat, corn, cotton, 
etc., when he could not have operated at all if compelled to ship by 
rail. It has enabled the farmer to get his building materials, machin- 
ery, etc., cheaper. 

It has offered, through its activities, sites in the middle west 
where the manufacturer can locate, and through our cheap transpor- 
tation and terminal facilities, allowed him to collect his raw material 
cheaply and distribute his finished products cheaply. Such sites are 
continually being utilized. 

It is gradually, but surely, carrying into effect the provisions of 
the Denison act, and bringing about the time when the government 
can step out of business. It is self-supporting; that is, more money 
is obtained from operations than is expended, the surplus going to 
new equipment, etc. No money appropriated for the purchase of 
capital stock has been expended except upon capital items; and it is 
not costing the taxpayer a cent. except for authorized expansions. 

Why It Is Attacked 


It is because of this demonstration, of the recognition of its suc- 
cess, that there is such a concentrated effort to destroy it, to “get 
the government out of business.’’ The dissolution of this corporation 
before it has fulfilled its mission, means again the gradual fading 
away of water transportation. Although we only carry around 3/10 
of one per cent of freight transported annually, the average reader of 
propaganda is led to assume that the Inland Waterways Corporation 
is a deadly enemy of the railroads, and it is a simple matter to 
create opposition to its functioning, because the signers of petitions 
usually know only one side of the question, which is emphasized by 
paid propagandists. 

The more we can induce private capital to invest in facilities on 
our interior streams, and we can only induce such investment by suc- 
sessfully operating our own corporation, the sooner the time will come 
that we can dispose of our facilities at a reasonable price, and the 
corporation will have achieved its object as a pioneer and demon- 
strating agent, i. e., have promoted, encouraged and developed water 
transportation and fostered and preserved in full vigor both rail and 
water transportation, and then, stepped out of the picture. 


SALE OF U. 8S. BARGE LINES 


The board of directors of the Chamber of Commerce of 
the United States at a meeting to be held at Buffalo, N. Y., 
November 20 and 21, will consider a report of the chamber’s 
inland waterway transportation committee. According to a 
statement issued to the chamber, the committee has reported 
to the board recommendations for “sound development of water 
transport.” 

“Regarding the government barge lines,” said the chamber, 
“a majority recommended changes in law to permit transfer 
of parts of the lines to private operation under conditions to 
assure continuance of service. A minority, while favoring 
eventual private operation, believe the lines on the entire Mis- 
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sissippi system should be dealt with as a unit and that govern- 
ment operation should be continued until channels, terminals and 
joint routes and rates have been completely established. The 
report will be acted on by the board at its November meeting. 

It was stated at the chamber’s headquarters that copies of 
the report would not be made public until the board acted on it. 

The Denison barge line act of 1928 contains a provision that 
prevents the sale to private interests of the lower Mississippi 
service of the Inland Waterways Corporation. When the Secretary 
of War, the act provides, shall find that navigable channels and 
adequate terminals are substantially available as provided in 
paragraph (c) of section 3, and when the Interstate Commerce 
Commission shall report to the Secretary of War that joint 
tariffs with rail carriers have been published and filed as pro- 
vided in said paragraph, the Secretary of War is authorized 
to lease for operation under private management, or to sell to 
private persons, companies, or corporations, the transportation 
facilities, or any unit thereof, belonging to the Inland Water- 
ways Corporation; provided, that for the “purpose of this para- 
graph the facilities of the corporation on the Mississippi River 
and its tributaries shall be considered one unit, and those on 
the Warrior River and its tributaries as one unit.” 

This proviso was written into the law to prevent the sale 
of the Mississippi service of the government between St. Louis 
and New Orleans. It means that a purchaser of the Mississippi 
“unit” would have to acquire the upper and lower Mississippi 
services, the Illinois River service and the service that shortly 
will be established on the Missouri River, and any other serv- 
ices that might be in existence at the time of sale on the tribu- 
taries of the Mississippi. 


BARGE LINE COTTON RATE 


The Trafic World Washington Bureau 


Representatives of cotton hauling rail lines, about a score 
in number, under the chairmanship of I. B. Tigrett, president 
of the Gulf, Mobile & Northern, conferred October 13 with 
Chairman Brainerd, of the Commission, about what they deemed 
the unjust and destructive rate of $1 a bale, minimum 2,000 
bales, which they said the government barge line established 
on October 6, from Memphis, the largest interior cotton mar- 
ket, to New Orleans. The railroad men, in substance, asked 
the Commission what might be done about it. The matter 
was considered informally by the Commission. 


Nothing was made public by the Commission on the sub- 
ject. However, it was pointed out to the railroad men that the 
Commission had no jurisdiction over the port-to-port rates of 
any carrier by water and that only President Hoover or Secre- 
tary Hurley, of the War Department, could do anything about 
the matter. The callers were also told that the rule among 
government departments was that one would not take a posi- 
tion with respect to the work of another unless the department 
concerned expressed a willingness to have the stranger depart- 
ment take part in the matter under consideration. 


The rail rate on cotton from Memphis to New Orleans, 
carrier’s privilege of compression in transit, is 75 cents a hun- 
dred pounds. The rate on compressed cotton is 60 cents. 


There is no basis of comparison between the barge line 
rate and the rail rates for the reason that the railroads are not 
permitted to make rates based on a unit greater than a Car- 
load. Reducing the 2,000 bale minimum rate of $1 to the 100 
pound basis, of course, results in the mathematical fact that it 
is 20 cents a hundred pounds. But that is held by traffic men 
to be worthless for the reason that the $1 rate is available only 
to a shipper able to concentrate a barge load, practically speak- 
ing, or 2,000 bales. The barge line port-to-port rates are not on 
file with the Commission and the only information the com- 
missioners had about the matter was the say-so of the railroad 
men, some of whom were operating, and some traffic men, in- 
cluding among the latter commerce counsel. 

The chairman’s callers told him that the rate was a ruinous 
one. They said that, as they understood the barge line’s argu- 
ment, it was that inasmuch as it received a division of about 
20 cents a hundred pounds out of rail-barge rates on cotton it 
could afford to haul cotton not moving on rail-barge rates at 
the rate before mentioned. The barge line was represented 
as desirous of meeting barge competition and the competition 
of the railroads that had made reductions on cotton to meet 
truck competition. They told Chairman Brainerd that they had 
take up the matter with Major General T. Q. Ashburn, head of 
the government barge line, who was not in Washington at 
the time the railroad men called at the Commission, but had 
not swerved him from the course the barge line, under his 
direction, had taken. 

Although the Commission said nothing about the matter, it 
was made plain to the railroad men that the Commission could 
not, as they suggested, give any advice about the matter other 
than to indicate that the President and the War Deparment 
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had complete control of the matter. The railroad men, in their 
conference with Chairman Brainerd, took the position that they 
could not afford to meet the cut, by making a rate of 20 cents 
a hundred, even if the Commission were willing, nor could they 
afford the reduction in their revenues whcih would result if 
they allowed the cotton, offered by the shippers, to be taken 
wholly by the barge line. They said the barge line rate would 
place every small dealer in cotton and small markets at a disad- 
vantage, impossible of circumvention by anything yet suggested 
as a counter move on the part of the railroads. The railroad 
men, as a matter of rhetoric and not as a feasible thing, said 
that they probably could meet the $1 rate if the Commission 
would permit them to make a minimum of 2,000 bales. Two 
thousand bales would make a load for a train that it would be 
possible to run at a profit. The Commission, however, has never 
allowed the railroads to make anything other than rates based 
on a carload or a quantity closely approximating a carload. Any 
minimum, stated in terms of packages, that could not readily 
be met has been condemned by it. 


PEORIA BARGE TERMINAL 


“It is just too bad that Ed’s bonanza turned out to be a gold 
brick, but the facts are too overwhelming to debate,” says the 
South Side News, Peoria, Ill., in its October 9 issue. The 
“bonanza” is the joint rail and barge terminal opened to busi- 
ness With the arrival of a tow of government barges and an 
elaborate civic demonstration June 15. “Ed” is Congressman 
William E. Hull, of Peoria, who is an ardent supporter of inland 
waterway transportation, and at the banquet given at the open- 
ing of the terminal, was credited with being one of the principal 
agents responsible for the construction of the $400,000 terminal 
by the city of Peoria, and its being turned over to the Inland 
Waterways corporation for operation. The city receives 15 cents 
for every ton of freight handled over the terminal. 

According to the report of City Comptroller, Hugh S. Weston, 
the newspaper says, in three months of operation, from June 15 
to September 15, the total earnings accruing to the city amounted 
to $1,976.55. An additional $650, it is stated, is expected to be 
produced in city revenue by operation of the terminal the rest 
of the season, bringing the total income for the year to $2,626.55. 

“The city will be a loser this year by $42,023.45 on the 
operation of the terminal,” it is stated, “besides $35,000, includ- 
ing principal, interest and two per cent depreciation for the year 
1929, and the loss of $45,550 for the same during the year 1930.” 

In order to pay interest on the capital investment at 4% per 
cent, retire the bonded indebtedness, and allow 2 per cent for 
depreciation, the terminal would have to pay into the city treas- 
sury an average of $38,237.50 a year for twenty years, according 
to the statement. To do that it must handle 254,916 tons of 
freight annually in the period, it is pointed out, which will mean 
that, in a season of nine months, the weekly tonnage moving 
through it must average 6,997. Last month, it is stated, the 
terminal averaged 1,013 tons a week, “or just one-seventh of 
what is required to meet the demand of paying off the terminal 
indebtedness in twenty years. 

“That certainly ought to make Congressman Wm. E. Hull 
very happy, after his campaign of 1929 in which he promised 
the taxpayers of Peoria an amazing return on their money, if 
they would inaugurate river transportation by building a termi- 
nal at Peoria; it ought to taste mighty good to him after declar- 
ing on the day of the dedication to a dozen state and national 
guests, besides hundreds of Peoria guests, that it would be 
found the best investment that Peoria ever made.” 


COAL AND COKE TO CANADA 


The National Coal Association says advice has been received 
from eastern railroads to the effect that, effective October 9, 
prepayment of freight charges on bituminous coal and coke to 
the Canadian border will be required, and adds: 


The coal and coke committee, trunk line territory, received the 
following advice from the general secretary of the railroad association 
of Canada: 

“Although we have continued in effect understanding that United 
States lines requiring their proportions on coal and coke traffic to 
Canadian destinations paid in United States funds must protect 
themselves by requiring prepayment to border, as Canadian railways 
can only make settlement in Canadian funds, we would suggest that 
you reissue your advice to all lines concerned calling attention to 
importance of this matter under present abnormal money exchange 
situation.”’ 

It was upon this information that the carriers issued their in- 
structions requiring prepayment. 

Vigorous protests have been lodged with the eastern lines on 
the ground that coal and coke is discriminated against as it is un- 
derstood prepayment is not required on other commodities. The 
New York Central has announced that it will not require prepayment 
on coal consigned to railroads in Canada. 


BALDWIN CALLS ON HOOVER 


L. W. Baldwin, president of the Missouri Pacific Railroad 
Company, called on President Hoover October 14. It was said 
the railroad situation was discussed. 
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CO-OPERATING 





N ancient days the tiller of the soil scratched 

up a plot— planted his seed — and poured 
out libations to Isis and Osiris, Odin or 
Wotan, or to Ceres. His principal concern 
was to get water to his growing crop. Grad- 
ually a knowledge of acreculture, or agricul- 
ture, produced better yields and improved 
strains of seed. With increased knowledge, 
man learned to co-operate with the soil— 
to put back into it a part of what it expend- 
ed in the energy of production, by adding 
plant food in the form of fertilizers. 


Fertilizers are of varied contents, depend- 
ing upon the character of the soil on which 
they are to be used and the crop they are 
to benefit. The three principal plant foods 
added to the sdil in the form of- fertilizers 
are nitrogen, phosphorus and potash. 


Though commercial fertilizers are manu- 
factured at many points along the line of the 
Norfolk and Western Railway—Norfolk,Va., 
with 22 large plants, ranks first in fertilizer 
production. The average yearly output of 
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these plants approximates 400,000 tons, or 
about 20,000 carloads. Yet this unroman- 
tic product contains materials from such 
distant lands as the Arctic and Antarctic, 
Germany, France and Spain, Chile, Peru, 
Bolivia and Venezuela, Asia and Africa. 
Even the burlap for bags, in which fertilizer 
is usually shipped, comes from India. 

The assembling of raw materials at fertili- 
zer plants requires great space—systematic 
storage and handling for accessibility and 
economical production. At Port plants, such 
as at Norfolk, the Norfolk and Western pro- 
vides direct ship-to-car facilities and effect- 
ively co-operates with fertilizer manufactur- 
ers and distributors in economical methods 
of loading, adequate and varied equipment 
and fast, dependable schedules. 

Norfolk and Western Freight Traffic Department 
representatives at strategic points throughout the nation, 
and the railway’s Industrial and Agricultural Department, 
at Roanoke, Va., will welcome opportunity to inform you 


as to points of fertilizer manufacture and distribution, or 
its varied and practical uses. Similar reliable information 


- és available on many other products and commodities. 


WESTERN RAILWAY 


VIRGINIA 
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TEXAS COTTON RATES 


Traffic officials of Texas railroads will apply to the state 
commission for authority to reduce rates on cotton from interior 
points to the Gulf ports of Texas to the rates charged by motor 
trucks. A decision to this effect was reached at a meeting in 
Dallas. The legislature, at its last regular session, enacted a 
law that practically prohibited the hauling of cotton by motor 
trucks, but the act was declared unconstitutional. Since the 
opening of the present cotton season, the competition of motor 
trucks in transporting this commodity has almost taken the 
business away from the railroads in some parts of the state. 

The rates will apply on intrastate traffic or traffic moving 
wholly in the state for the time being. It is provided in the pro- 
posed schedule that there shall be a minimum charge of $1 a 
bale on cotton moving through the ports uncompressed and a 
rate of 30 cents a bale higher than truck rates on cotton to be 
compressed in transit at interior compresses, out of which an 
allowance of 60 cents a bale will be made for such compression. 
As an example, officials explained, if the truck rate from Dallas 
to Houston on uncompressed cotton is $2.50 a bale, the rail 
rate would be $2.50 a bale and no transit privileges or drayage 
allowance will be made in connection with such rates. 

The rate on the same cotton, it was explained, to be com- 
pressed in transit would be $2.80 a bale, out of which the rail- 
carriers propose to absorb 60 cents a bale for such compression. 
The proposal on the part of the port lines is before the Texas- 
Louisiana Tariff Bureau for consideration. 


S. W. DOOR-TO-DOOR RATE 


Southwestern lines, through J. E. Johanson, their tariff pub- 
lishing agent, have been authorized on one day’s notice to 
amend Johanson’s I. C. C. No. 2318, pertaining to pick-up and 
delivery in the southwest by canceling note 76 and references 
thereto. That note authorized the payment of 5 cents a hundred 
pounds where pick-up service was performed by the consignee 
at designated points, forty-one in number, where the carriers 
did not offer so-called free and pick-up delivery service. 

This elimination is being made by reason of the Commis- 
sion having ruled in conference that until the carriers made 
the drayage of shipments a common Carrier service the carriers 
had no right under the law to make an allowance to a shipper 
for performing a non-carrier service. 


TRUCK OPERATION PROFITS 


That truck operators as a whole are not enjoying a fair 
return on their investment, or even making any money, and 
cannot as long as they are allowed to run indiscrimiately, with- 
out rate regulation or proper accounting methods, including 
proper charges to depreciation is the conclusion of Carl Gray, 
Jr., vice-president and general manager of the Chicago, St. Paul, 
Minneapolis & Omaha, in an article in the Alumni Bulletin of 
the Harvard School of Commerce. Mr. Gray speaks from figures 
compiled after two years’ operation of the Wilson Transportation 
Company, trucking subsidiary of the “Omaha” Railroad. 

“On September 1, 1929, our railroad bought the Wilson 
Transportation Company, a common carrier truck system radiat- 
ing out of Sioux Falls, S. D.,’ Mr. Gray says. “In 1930 this 
company grossed $217,570.24 and, after operating charges and 
taxes were deducted, it had a surplus available for interest on 
its investment in the sum of $1,283.33, against the outstanding 
capital of $275,000. 

“Notwithstanding the fact that the company operated ap- 
proximately a million truck miles in the most densely populated 
section of South Dakota, and operated trucks between such 
terminals as Sioux City, Sioux Falls, Mitchell, Brookings, Cham- 
berlain and other smaller cities of that portion of the state; 
secured and hauled approximately 90 per cent of the goods 
offered for truck haul; enjoyed a tariff which was on the average 
of five cents a hundred by classes and commodities over that of 
the rail rate; was managed and operated in a careful, attentive 
manner; kept its accounts strictly in accordance with a modified 
form of accounting patterned after standard Interstate Com- 
merce Commission rulings, this small surplus was all that could 
be shown for our efforts and leads me to believe that truck 
owners as a whole are actually losing money. 

“The facts of the Wilson Transportation Company, our line, 
are presented only to show that, in South Dakota, this one truck 
line took approximately $218,000 from what was really the net 
revenue of the carrier, because none of them were able to reduce 
their expenses incident to the loss of this business, and yet, with 
all the advantages that it had, was not capable of earning more 
than one-half of one per cent on its outstanding stock, which 
was nearly all invested in transportation equipment and station 
buildings. 

“T fully believe that trucks and busses have a place in the 
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transportation system of America, but I am firmly convinced 
that that place. is not as now handled.” 


TRUCK COMPETITION RATES 


The Trafic World Washington Bureau 


Traffic and tariff men of the Commission are closely scruti- 
nizing “truck body” and “all freight” rates proposed by the 
Pennsylvania, Baltimore & Ohio, Reading, Lackawanna, and 
Central of New Jersey to meet truck competition. While south- 
ern and western railroads have made thousands of reductions 
to meet the competition of motor vehicles, eastern railroads have 
not done as much by way of direct reduction. They have, to a 
certain extent, gone into the trucking business themselves and 
have evolved the container car expedient. 

The tariffs under consideration by Commission men, how- 
ever, are aimed at meeting the truck competition by means of 
low rates, disregard of classification and of packing require- 
ments, 

Truck body tariffs, effective November 5, provide for the 
transportation of truck bodies, loaded and empty, not more than 
8 feet and 6 inches wide nor more than 9 feet high, at charges 
stated in dollars a car. The tariffs state on their face that they 
are filed to meet truck competition. Truck bodies, filled with 
whatever the shipper desires transported, other than bulk freight, 
explosives and other dangerous articles, perishables and fragile 
articles, are rated according to their length; that is, 15 feet and 
shorter, 15 to 20 feet long and 20 to 25 feet long. The truck 
bodies are to be provided with hooks so that the carrier may 
load them upon its own cars by the use of cranes. The shipper 
is to put the freight into and take it out of the truck bodies and 
be responsible for the contents of the truck bodies and the pack- 
ing of the articles. Pennsylvania tariff, its I. C. C. No. 651, 
which is to expire in a year, provides rates of $24, $30 and $36 
for truck bodies of the three sizes mentioned for transportation, 
loaded or empty, between Baltimore and Richmond; $28, $35 
and $42 between Baltimore and Jersey City and $12, $15 and $18 
between Jersey City and Philadelphia. 

Truck body rates offered by other lines in the same general 
territory appear to be on the same level, supposed to be so low 
as to attract some of the traffic that is now going by truck. 

The “all freight” tariffs, effective November 7, generally to 
expire on May 7, do away with classification of commodities and 
the assessment of varying carload rates on freight in box cars. 
The rates are applicable to anything the shipper may desire to 
put into a car, other than bulk freight, explosives, perishables 
and fragile articles at rates much below the class rates. For 
instance the Central of New Jersey tariff, its I. C. C. 4151 offers 
a rate of 20 cents on the mixed carload from Allentown, Pa., to 
Jersey City, N. J., and 24 cents to Scranton. Reading I. C. C. 
No. 1117, joint with the Lehigh Valley and Central of New Jersey, 
offers a rate of 17 cents from Allentown to Philadelphia and the 
Lackawanna offers a rate of 24 cents between Hoboken and 
Jersey City on the one hand and Scranton, Pa., on the other. 

These tariffs are being subjected to scrutiny by men of the 
Commission other than the usual tariff checkers because they 
seem to depart so much from classification and tariff require- 
ments as to raise the question whether, without permission from 
the Commission they may be allowed to remain on its files. The 
Commission, at various times, has rejected tariffs by railroads 
in all parts of the country, intended to meet tariff competition 
on account of their departures from the established forms for 
the publication of rates regardless of the quantum of the rates. 


CHICAGO AIR MAIL 


Of the sixteen air lines operating in and out of the Chicago 
Municipal Airport, Century Air Lines carried 21.3 per cent, or 
more than one-fifth of all passengers between April 1 and Octo- 
ber 1, A. R. Bone, Jr., general traffic manager, has announced. 
In the six months Century planes carried 14,128 of the 66,302 
ro passengers that passed through the Chicago port, he 
said. 


AIR FREIGHT SERVICE 

A new freight forwarding service connecting New Orleans 
with the West Indies, Central America and South America has 
been announced as the result of a joint arrangement between the 
Railway Express Agency and Pan America Airways. The air 
line operates twice weekly schedules from Miami, Fla., and 
Brownsville, Tex., to the Central and South American destina- 
tions. A forwarding agency has been formed, Panair Express 
Service, which receives shipments at New Orleans, forwarding 
them to either of the two cities for transfer to the planes of 
Pan America, thus cutting the usual transit time between New 
Orleans and the various southern destinations about 75 per cent, 
on the average, as compared with the usual transportation facili- 
ties, according to the announcement. 
Simplification of shipping documents and customs clearance 
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THE UTMOST IN SERVICE 
AT REDUCED COST 


THE CAMDEN MARINE TERMINALS offer steamship companies, shippers and distrib- 


utors unsurpassed facilities for the handling and forwarding of all classes of 


freight with the utmost dispatch, safety and economy. 


Five ocean-going cargo carriers can be berthed and worked simultaneously. The 


quay wharf provides for docking without tugs. Two shipside R. R. tracks traverse its 


entire length. Steel cargo masts seventy-five feet high permit the transfer of freight 


from ship to cars without delay. Two transit cargo sheds equipped with dry pipe 
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sprinkler system provide 74,000 


feet of excellent storage space. 


Modern cargo handling devices 
include three 25-ton locomotive 
Gantry Cranes. A special ship tele- 
phone is placed on all vessels with- 
out cost. 20 acres of open storage 
space constitutes one of the most 
desirable lumber distribution yards 
in the East. The Terminals are 
served by both the Reading and 


Pennsvlvania Railroads. 
Write for detailed 


information and tariffs 
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formalities is one of the features of the new service, according 
to those sponsoring it. A single “airwaybill”’ for each shipment 
is all that is involved for shipment over the Panair Service, it 
is said. Consular certification is not required and immediate 
custems clearance at destinations is said to be a part of the 
service. A limitation of fifteen cubic feet in volume or seventy- 
five pounds in weight is placed on single shipments, unless 
special arrangements are made, and rates range from 50 cents 
to $2 a pound, with a nominal additional valuation charge. 
Shipments already carried by the new service include adver- 
tising mats, electrotypes, automotive parts, gold bullion, dia- 
monds, hatching eggs, live fish and snails, orchids, spark plugs, 
sporting goods, women’s wearing apparel, and many others. 


AIRCRAFT CONTRACTS 


Assistant Secretary of War Davison has approved contracts 
for new aircraft and engines involving an expenditure of $1,931,- 
954. The contracts are summarized as follows: Pratt & Whit- 
ney Aircraft Company, 100 engines and spare parts, $612,854.55; 
Curtiss Aeroplane & Motor Company, Inc., 13 attack airplanes 
and parts, $427,615; Detroit Aircraft Corporation, 5 pursuit 
planes and parts, $172,609.50. Douglas Aircraft Company, Inc., 
18 observation planes and parts, $201,252.50; 5 observation 
planes and parts, $114,601.35; and 5 observation airplanes and 
7 light bombardment planes and parts, $403,022. 


AIR PASSENGER TRAFFIC 


The scheduled air lines operating in continental United 
States carried nearly 9,000 more passengers in August than in 
July, according to the aeronautics branch of the Department 
f Commerce. 

Also, in August, the miles flown by scheduled air lines in- 
creased almost a half million and express increased about 60,000 
pounds over July. These gains were shown by 338 of the 42 
companies operating in July, and 34 of the 42 companies op- 
erating in August in continental United States. 

Passengers carried by the 34 reporting lines in August were 
56,517, as compared with 47,756 carried by the 33 lines reporting 
for July. Reports for the same companies showed that express 
carried in August was 133,296 pounds, as against 72,208 pounds 
in July, and miles flown were 4,041,143 in August, as against 
3,559,147 in July. 

As monthly reports of scheduled operations have been asked 
by the department only since July 1 of this year, no figures 
for the corresponding months of last year are available. How- 
ever, based upon the report for the last six months of the cal- 
endar year 1930, the monthlhy average for passengers carried 
during that period was approximately 31,000 and the average 
miles flown per month was about 2,800,000. 

A tabulation of the figures obtained in the branch’s study 
follows: 


July August Total 
Number of reporting compaines.. 33 =i (ss tee 
Number of operating companies.. 42 42 enimebe-s 
PUBSORMOPS COPTICE o..26c0cccctices 47,756 56,517 102,850 
Express (pounds) carried........ 72,208 133,296 205,504 
i ey ee errr rrr 3,559,147 4,041,143 7,600,290 
Passenger miles flown........... 9,912,61 11,389,148 20,977,697 


ORDER AGAINST AIR SCHOOL 


Aviation Institute of U. S. A., Inc., a Washington, D. C., 
correspondence school giving instruction in aviation, has been 
ordered by the Federal Trade Commission to stop using as a 
part of its trade name the letters “U. S. A.” or other letters, 
words, or insignia in ways that would indicate affiliation witb 
the United States army, navy, or some department of the gov- 
ernment; or that its course is conducted according to govern- 
ment requirements. 

The Commission found that use of the letters “U. S. A.,” 
both in trade and corporate names, and of the address ‘Wash- 
ington, D. C.,” and of the title “Lieutenant” in referring to the 
school’s president, as well as a general use of insignia consist- 
ing of wings separated by a shield in its advertiing literature,” 
has a tendency to deceive the public, and to cause many to 
enroll as students under the erroneous belief that the school is 
officially connected with the army, navy, or some government 
department, and that its instruction is conducted in accordance 
with government requirements, and that because of such sup- 
posed official connections this school is in better position to 
give instruction than competing institutions teaching the art 
of aviation by correspondence.” 


AIR REGULATION VIOLATIONS 


A total of 438 violations of the air commerce regulations 
were dealt with by the aeronautics branch of the Department 
of Commerce in the third quarter of 1931, according to Gilbert 
G. Budwig, director of air regulation. The total violations of 
the regulations for this period represented an increase of 128 
over the second quarter of the year. 

“Fines in the amount of $370 were assessed and collected, 
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and $747 were collected on civil penalties previously assessed,” 
Mr. Budwig said. “During the third quarter, fines were assessed 
against 89 persons. Penalties in the form of 61 reprimands, 
108 suspensions, 36 revocations and 7 denials of licenses were 
meted out for violations. In 137 cases, evidence was produced 
which justified dismissal. 

“Violations of the air commerce regulations dealing with 
low flying led the list of specific offenses. There were 103 vio- 
lations of the low flying provisions and 75 of the acrobatics 
clause of the regulations. Other specific violations during the 
third quarter of 1931 were: Unlicensed pilot flying licensed 
plane, 37; flying without navigation lights, 18; flying without 
identification numbers, 3. The miscellaneous offenses numbered 
202. Of the total number of violations 41 are still pending.” 


N. A. R. U. C. CONVENTION 


The detailed program for the forty-third annual convention 
of the National Association of Railroad and Utility Commission- 
ers at Richmond, Va., October 20-23, both days inclusive, has 
been circulated by James B. Walker, the secretary of the asso- 
ciation. The day before the convention begins the members 
of the association will be the guests of the Corporation Com- 
mission of Virginia at the culmination of the ceremonies at 
Yorktown, Va., in celebration of the 150th anniversary of the 
surrender of Lord Cornwallis to the American and French, and 
which will also be attended by President Hoover. 

At the initial session of the convention the state commis- 
sioners will be welcomed to Virginia by Governor Pollard, to 
Richmond by Mayor Bright, and greeted in behalf of the Vir- 
ginia commission by George C. Peery, one of its members. Hugh 
Williams, of the New Mexico commission, second vice-president, 
will respond to the welcomes and greetings. Then, after 
Chairman Brainerd, of the federal Commission, has extended 
the greetings of that body, President Hannah, of the association, 
will deliver his annual address, J. J. Murphy, South Dakota, 
will submit the annual report of the executive committee and 
President Hannah will appoint session commitees. 

At the first afternoon session William G. Fullen, chairman 
of the New York Transit Commission, will address the con- 
vention on “State vs. Federal Commission in Abandonment Pro- 
ceedings.” At that session the making of committee reports 
will be begun and continued until noon of the second day, when 
officers of the association will be elected. The second or 
Wednesday afternoon session will be a novelty in that it will 
be an executive session for state commissioners who constitute 
the active membership of the organization. The session will 
be addressed by Frank P. Morgan, a member of the Alabama 
commission, on “The Rights of States,” and Clyde L. Seavey, 
a member of the California commission, on “The State Com- 
missions and the Federal Courts.” The idea back of the execu- 
tive session is to have the active members meet in committee 
of the whole to bring forward matters of interest in the several 
states. The meeting will be under the auspices of the executive 
committee. The idea is to have the meeting adjourn in time 
for the members to visit and inspect the building of the Chesa- 
peake and Potomac Telephone Company. 

The making of committee reports and the report of John E. 
Benton, general solicitor, will be continued on the morning of 
Thursday, the third day. That afternoon, however, the Virginia 
commission is to take the convention on a sight-seeing trip in 
Richmond and that evening the Virginia commission and the 
Richmond Chamber of Commerce will entertain the visitors at 
a banquet. 

Motor vehicle regulation is to be considered in a special 
session on the morning of the fourth day, two committees being 
set down for reports on phases of such regulation. Four ad- 
dresses are listed for that morning session. The new bus law 
of New York is to be discussed by George R. Van Namee, of the 
New York commission. D. W. Russell, of the Fargo Motor Cor- 
poration, is to speak on a topic not announced; Samuel S. 
Wyer, Columbus, O., is to talk on “Our Dole Thinking in Trans- 
portation,’ and S. A. Markel, of the National Association of 
Motor Bus Operators, is also to speak. 

Friday afternoon, which is to be the last session, is to be 
entirely devoted to speaking. James S. Benn, formerly of the 
Pennsylvania commission, is to make “some casual remarks 
about regulation;’” Claude L. Draper, member of the Federal 
Power Commission, Dr. Walter M. W. Splawn, of the American 
University, Washington, D. C., Alexander Forward, managing 
director of the American Gas Association, Paul S. Clapp, man- 
aging director of the National Electric Light Association, and 
W. L. Stanley, vice-president of the Seaboard Air Line, are to 
make speeches on topics not specified. 


PACIFIC CAR DEMURRAGE 

The report of the Pacific Car Demurrage Bureau for August 
1931, shows 11,615 cars held overtime—a percentage of 05.38— 
as against 17,975—a percentage of 05.99—for August, 1930. 
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‘Te give the shipper super-service 
has always been the policy of 
the Frisco. 

The Frisco Lines have always 
been a leader in providing new 
and improved methods that would 
expedite the handling and de- 
livery of freight. And now comes 
FREE PICK-UP AND DE- 
LIVERY. Naturally, the Frisco 
Lines are among the very first to 
adopt this improvement which 
assures Frisco shippers a still 


greater measure of service. 


ST. LOUIS - 
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—ONL.C.L. SHIPMENTS 
WITHIN APPROXIMATELY 300 MILES 
OF POINT OF ORIGIN 


Tus new service applies on shipments between all stations on 
the Frisco Lines west of the Mississippi River, and between these 
stations and Memphis, Tenn., East St. Louis, IIl., and National 
City, Ill. It also applies on shipments between stations on the 
Frisco Lines west of the Mississippi River (including Memphis, 
Tenn., East St. Louis, Ill., and National City, Ill.) and stations 
on connecting lines in the states of Louisiana, Mississippi, Texas, 
Oklahoma, Arkansas, Kansas, Nebraska, Missouri (south of the 
Missouri River), and sections of Colorado and New Mexico. 

All classifications are included except high explosives, cotton 
or cotton linters, and live stock. 

For full information about the new PICK-UP AND DELIVERY 
SERVICE, ask the nearest Frisco representative or agent. 


S.S. BUTLER, General Traffic Manager 
St. Louis, Mo. 


SAN FRANCISCO RAILWAY 
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Questions and Answers 


) i: this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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State vs. Interstate Commerce—State Regulation of Truck Lines 
Doing Interstate Commerce 


California.—Question: The writer recently attended a hear- 
ing relative to franchise truck lines that transport merchandise 
from the port of Los Angeles to the city of Los Angeles proper, 
and vice versa. The distance from the Los Angeles business 
district to Los Angeles Harbor is approximately 23 miles. 

The truck lines that were defendants in this hearing all 
held certificates or franchises which enable them to transport 
merchandise to and from Los Angeles harbor from the city of 
Los Angeles proper. However, I might mention at this time 
that in reaching the harbor, they are forced to leave Los Angeles 
city limits in one or two places en route. This brings such con- 
cerns under the jurisdiction of the California State Railroad 
Commission. 

The Commission was holding the inquiry on their own mo- 
tion to investigate alleged practices of the above mentioned 
carriers in violating their tariff rates. During the hearing one 
or two witnesses brought up the question as to whether or not 
such merchandise which was shipped from the Atlantic seaboard 
via the Panama Canal was subject to the State Railroad Com- 
mission’s jurisdiction, inasmuch as it constituted interstate 
traffic. 

The writer would like your answer to the following two 
questions: 

1. A shipment originates at Erie, Pa. (on bill of lading 
issued by an eastern rail line) addressed to a steamship com- 
pany at New York, the ultimate consignee and destination (also 
shown on the bill of lading and packages) being a certain firm 
in Los Angeles. On arrival of the shipment at New York a 
new steamer bill of lading is made out by the steamship com- 
pany (which is not under jurisdiction of the Interstate Com- 
merce Commission). This bill of lading covers the transporta- 
tion of the merchandise from New York to the Port of Los 
Angeles, or Los Angeles Harbor, which port is within the city 
limits of Los Angeles. The eastern rail line’s freight charges 
re paid by the steamship company, and shown on steamer bill 
of lading as advance charges. After steamer arrives at Los 
Angeles Harbor the shipment is discharged from the vessel and 
turned over to a railroad for transporting from Los Angeles 
Harbor to consignee’s store or warehouse, located in the city 
proper. At this time a new bill of lading is issued by such 
railroad company, covering the movement from the steamship 
dock. In our own particular instance the rail movement from 
the harbor to our warehouse generally covers carload lots, and 
when necessity arises in such cases we write a letter to the 
steamship company, asking them to turn the shipment over to 
the railroad company for transportation to our warehouse. 

In such an instance as I have mentioned would the haul by 
such a railroad from the harbor to our warehouse or store con- 
stitute an intrastate movement, or is the shipment interstate 
until it reaches final destination, namely, the consignee’s place 
of business? 

2. In this instance the circumstances are the same up until 
the time that the merchandise is discharged from the vessel. 
At this time the goods are picked up by a franchised or cer- 
tificated truck company, who pays the steamer charges and 
then transports the merchandise from ship’s side to the store 
door or warehouse of ultimate consignee. As a rule, it is a 
practice for merchants to have standing orders with the steam- 
ship companies authorizing them to deliver their merchandise 
to truckmen who act as their agents. 

In this instance also the same question arises. Is the truck 
movement from the harbor to consignee’s place of business lo- 
cated in the city proper, 23 miles away, intrastate, or still inter- 
state traffic? 

I forgot to mention that in the case of the railroad issuing 
bill of lading at the harbor, they also pay the steamer freight 
charges, and show them on the freight bill as advance charges. 
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In answering this question will you please let us have any 
decisions that tend to bear out any opinion that you might 


' state? 


Answer: In our opinion, both the terminal railroad and the 
truck company doing a common carrier business are engaged in 
interstate commerce in transporting from shipside Los Angeles 
Harbor to consignees in Los Angeles. With respect to the 
truck line, we are assuming that it holds state franchises em- 
powering it to exist and to act as a common carrier and that 
it transports between these points as a common carrier pursuant 
to those franchises. 

The essential fact is that from the time the shipments leave 
Erie, Pa., there is a continuous intention to deliver them to 
Los Angeles consignees, and that all the acts of billing, trans- 
shipment, advancing and paying charges, rebilling, etc., are mere 
incidents to this continuous intention and continuous journey 
from Pennsylvania to California, thus characterizing the ship- 
ments and their handling as interstate commerce. 

In Hammersley Mfg. Co. vs. Erie R. R., 148 I. C. C. 47, pulp- 
wood imported at Hoboken, N. J., was received by a broker at 
the port and reshipped to the intended consignee at Garfield, 
N. J., the entire rail movement being wholly within New Jersey. 
Holding the movement to be interstate, the Commission said: 


From the time the pulpwood is placed on board steamers at 
foreign ports there is a continuing intent on the part of the shipper 
that it shall be transported to Garfield, and, therefore, the traffic 
is of the character over which we have jurisdiction. 


See also James Lees & Sons Co. vs. Reading Co., 148 I. C. C. 
603; Merrimac Paper Co. vs. B. & M., 152 I. C. C. 141; J. Hurt 
Whitehead vs. So. Ry. Co., 163 I. C. C. 405, and Goldsboro Cham- 
ber of Commerce vs, A. C. L., 91 I. C. C. 315, all of which are 
parallel cases. Also see So. Pac. Terminal Co. vs. I. C. C., 219 
U. S. 498, 31 S. Ct. Rep. 279, and B. & O. S. W. vs. Settle, 260 
U. S. 166, 43 S. Ct. Rep. 28, in which the court held that the 
incidents of through billing, uninterrupted movement, continu- 
ous possession by the carrier, or unbroken bulk did not de- 
termine the character of the commerce, but that this was de- 
termined by the abiding intention of the parties. 

In Geo. W. Bush & Sons Co. vs. P. S. C. of Md., 267 U. S. 
317, 45 S. Ct. Rep. 326, and A. J. Buck vs. Director of Public 
Works of Washington, 267 U. S. 307, 45 S. Ct. 324, the state 
authorities sought to interfere with trucking companies’ common 
carrier operations with respect to interstate commerce handled 
in their respective states, but the Supreme Court held that 
such regulation invades a field reserved by the commerce clause 
of the Constitution for federal regulation. 


Demurrage Rules—Free Time on Cars Held for Reconsignment 
or Reshipment 

New York.—Question: I desire to submit a question con- 
cerning the application of the Skaneateles R. R. Company de- 
murrage rules pertaining to cars that are rejected by consignee 
located on that line and the cars later ordered by the shipper 
to destination on other lines. The trunk lines only allow one 
day free time on shipments rejected and later reshipped under 
section B of rule 2 of Jones’ I. C. C. 2400. The Skaneateles Rail- 
road does not cover this particular situation in its rules, but 
it has been customary in the past to assess demurrage charges 
on such cars from the first 8 a. m. after placement, allowing 
credit for Sundays and legal holidays. We contend that the car 
is neither unloaded or loaded while on the Skaneateles Rail- 
road, therefore, does not properly come under rule 2 of that 
road’s tariff. In several instances we have had claims filed ask- 
ing for the free time, and would thank you to examine the 
Skaneateles Railroad Company’s demurrage tariff and advise 
your interpretation of same. 

Answer: Inasmuch as the Skaneateles Railroad is not party 
to any demurrage tariff other than its own local tariff and the 
latter contains no special rule regarding free time allowed on 
cars held for reshipment, we must conclude that there is no 
such special rule applicable to cars held by the railroad com- 
pany for reshipment. The absence of such a special rule from 
its own rules does not warrant the use of such a rule published 
by other railroads for use on their own rails. The Skaneateles 
is not a party to the National Car Demurrage Rules promul- 
gated by the American Railway Association in B. T. Jones’ 
I. C. C. 2400, so the rules in that tariff may not be used. The 
Skaneateles Railroad Company’s I. C. C. 13 allows free time for 
weather interference, delayed or improper notice by the carrier, 
and for loading and unloading, but for no other purpose. 

Rule 3 of the Skaneateles Railroad tariff for computing time 
relates to (a) cars held for loading, (b) cars held for unloading, 
and (ec) cars to be delivered on any other than public delivery 
tracks, time being computed in the latter case from the first 
8 a. m. after actual or constructive placement on such tracks. 
There is no special rule for computing time on cars held for 
reshipment or to be delivered to connecting lines, and some 
contention might well be raised that as to such cars, there 
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NOTHING EXTRA 


except 


YOUR PROFIT 


The L. M. S. Plan for distribution of American 
merchandise in Great Britain costs nothing extra... 
but adds greatly to your profits. 

Three necessary steps . . . planned and executed as 
one. L. M. S. not only offers efficient transportation 
over its great railway system, but places warehouses 
as strategic points . . . for use as 
In any of these 350 
locations you may rent a square 


your own. 


LIMS 


foot or a complete building, as needs _ require. 
Regular motor-truck delivery connects L. M. S. 
distribution centers with your retail outlets, thus 
affording immediate attention to retail stock require- 
ments, at minimum overhead. 
Further details concerning the L. M. S. Plan will 
interest you. Available at any 
of our offices . . . or by mail, if 


you prefer. 


GREAT BRITAIN 


London, Midland & Scottish Railway of G. B. 


(LONDON, MIDLAND & SCOTTISH CORPORATION) 


Thomas A. Moffet, 


Vice-President—Freight Traffic 





1 Broadway, 





New York City 
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being no basis for computing time, there is no basis for the 
assessment of demurrage charges. Rule 1, however, provides 
that cars held for or by consignors or consignees for . . for- 
warding directions . . are subject to these demurrage rules, 
and the carrier might logically content that as to cars held for 
reforwarding directions to points on connecting lines, rule 3, 
paragraph (c), would furnish a basis for computing time be- 
cause the car is “to be delivered on any other than public- 
delivery tracks” of the Skaneateles Railroad. Inasmuch, how- 
ever, as this rule apparently contemplates a basis for computing 
time on cars delivered by the Skaneateles Railroad to private 
or industrial sidings served by it and not to reconsigned ship- 
ments, we would have to conclude that it requires a somewhat 
warped interpretation to even make rule 3 cover reconsigned 
shipments. 

Our final conclusion is that Skaneateles Railroad I. C. C. 13 
does not clearly provide for the assessment of demurrage on 
cars held for reconsignment owing to the weakness of the rule, 
if any, for computing time on such cars, and that specific pro- 
vision should be made in that tariff to cover cars held for re- 
consignment, or reshipment, but that if rule 3 (c) does furnish 
a basis for computing time on which to assess demurrage, 
there is no free time allowance thereon. 


Routing and Misrouting—Conflict Between Marks on Package 
and Address on Bill of Lading 


Minnesota.—Question: Under date of August 24, 1931, we 
made a shipment by express to one of our customers at Little 
Fork, Minn., making the express receipt out to read Little 
Fork, but in error the man who made out the tags that went 
on the shipment made them out to read Little Falls, Minn. 

The shipment went to Little Fails, Minn., and after lying 
there until about September 14 was reconsigned to Little Fork, 
Minn. Upon its arrival at Little Fork, Minn., our customer 
refused the shipment, and it was returned to us at Duluth. 
The total express charges were $6.96, which we were compelled 
to pay. 

The bad feature about the situation, however, is this: The 
material consists of specially made up cushions, made up to spe- 
cial dimensions and are absolutely no use to us whatsoever, as 
we probably never will have a call for anything like them. We 
cannot obtain salvage from these cushions which have been 
returned to us, and the material in them is a total loss. Our 
cost in making up these cushions was approximately $45. . 

The express company will not entertain a claim for us, 
basing their declination on the grounds that they are governed 
entirely by the marks on a shipment, and not by the billing. 

It would appear to us that when one express messenger 
discovered he had a piece without a bill, and another messenger 
on another train discovered he had a bill without anything to 
cover it, that an effort would be made, and made quickly, to 
straighten the situation out. 

Apparently no such effort was made, however, because if 
such an effort had been made, the shipment would not have 
lain at Little Falls, Minn., from August 25 until about Septem- 
ber 14 before it was moved. There is no doubt that the cus- 
tomer would have accepted it had it arrived in time so that 
he could have used it. 

What is your opinion? 

Answer: So far as the opinions of the Commission are 
concerned, the Commission has held that the marks on the 
package, and not on the bill of lading, controls. The Com- 
mission’s opinion in C. S. Brackett Co. vs. Great Northern Ry. 
Express Co., 29 I. C. C. 667, and American Agricultural Chemical 
Co. vs. B. & A. R. R., 28 I. C. C. 398, clearly hold that the marks 
on the package govern. On page 668 of the opinion in the first 
named case the Commission said: 

The 


shipper 
property 


recently held informally that when a 
lading providing for the carriage of 
to a particular destination and marks a different and 
erroneous address on the package the carrier will not be held 
responsible for the freight charges incurred in transporting the 
property to the destination shown on the package, although the 
correct destination is shown in the bill of lading. We think the 
present case is clearly within this principle. In view thereof we do 
not find that in following the instructions marked on the package 
the defendant was guilty of misrouting. See also Parlin & Orendorff 
Plow Co. vs. United States Express Co., 26 I. C. C. 561; and American 
Agricultural Chemical Co. vs. B. & A. R. R. Co., 28 I. C. C. 398. 


Commission has 
prepares a bill of 


The cases before the Commission involve the matter of addi- 
tional freight charges resulting from the transportation of the 
shipment to the erroneous destination due to the error of the 
shipper. 

So far as the decision of the courts are concerned, as to 
the liability of a carrier for loss or damage, while there is a 
statement in section 369 of Vol. 10, Corpus Juris, which reads 
as follows: 

The carrier is bound to observe the directions of the bill of lading 


which is not controlled by the marks on the goods designating the 
person to whom they are sent. 
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One case is cited, namely, Rome R. Co. vs. Sullivan, 25 Ga. 
228. This case does not seem to support the statement, at 
least, the case does not appear in other digests under a subject 
which would lead one to believe that it is in point. 

It seems apparent from the decisions in the following cases 
that as the bill of lading constitutes the contract between the 
parties, the provisions thereof should govern in determining 
the duty of the carrier in making delivery of shipment. Union 
Pac. R. R. Co. vs. Burke, 255 U. S. 317, 41 S. Ct. Rep. 355; 
N. Y. C. & H. R. R. Co. vs. Samuel Goldberg, 250 U. S. 85, 39 
S. Ct. Rep. 402; New York Central R. Co. vs. Lazarus, 278 
Fed. 900; Guillaine vs. General Trans-Atlantic Co., 3 N. E. 489; 
Ocean S. S. Co., Savannah vs. Peoples Shoe Co., 81 So. 241; 
Lewis Poultry Co. vs. N. Y. C., 105 A. 109; L. G. Cohen & Co. 
vs. Davis, 142 N. E. 75; H. & T. C. vs. Southern Arch Cement 
Co., 245 S. W. 644; Myers vs. Am. Ry. Express Co., 137 N. E. 
554; Booth vs. N. Y. C., 112 Atl. 894; and Old Dominion S. S. 
Co. vs. Blakeman, 105 S. E. 752. 


Tariff Interpretation—Application of Classification Exception 
Dependent Upon Cross Reference to Exception Sheet in 
Rate Tariff 


New York.—Question:. Will you kinlly advise if our inter- 
pretation in the following matter is correct, and would appre- 
ciate any citations in support thereof? 

In N. Y. O. & W. Exceptions to Official Classification, Special 
Rulings Tariff No. 26, I. C. C. 9922, the Coudersport & Port Alle- 
gany Railroad is shown as a participating carrier in this tariff 
under I. C. C. concurrence No. 285, FX-3. Under item 390, 
section 1, page 56 of this tariff, the 90 per cent of sixth class 
rating applicable on carload shipment of roofing and building 
material, applies from all stations on the N. Y. O. & W. to 
certain territorial description shown on pages 16 and 17 thereof. 
Under description letter B, which covers railroads and steam- 
ship lines in trunk line territory as named, in Group 1, page 17 
thereof. The Coudersport & Port Allegany R. R. is included in 
this Group No. 1. Therefore, it would seem that the said rating 
would apply from stations on the N. Y. O. & W. to stations on 
the C. and Pa. However, we wish to call your attention to the 
fact that the N. Y. O. & W. Railroad does not publish joint class 
rates to stations on the C. & Pa. R. R., a combination being 
made, and in the absence thereof the lower combination applies, 
and our interpretation, based on Port Allegany, Pa., the junction 
point of the Pennsylvania R. R. and the C. & Pa. 

We wish to call your attention to the following notation 
on the initial page of the N. Y. O. & W. Exception Sheet, I. C. C. 
9922: “Applicable only in connection with tariffs making ref- 
erence to I. C. C. C. R. C., P. S. C.-N. Y., P. S. C.-Pa, numbers 
hereof.” 

The rate factor beyond used in the combination based on 
Port Allegany, Pa., is published in C. & Pa., I. C. C. 844, local, 
and basing rates on classes and commodities between stations 
on the C. & Pa. R. R. This latter tariff does not make reference 
to any Exception Sheet, and it is our interpretation in using 
the rate factor to Coudersport in combination with the 90 per 
cent of sixth class rate applicable to Port Allegany from the 
point of origin, namely, Fulton, N. Y., that in the absence of 
any exception to the classification rating, or any commodity 
rate published, the fifth class rating applicable on prepared 
roofing would apply. 

Answer: In Newton Gum Co. vs. C. B. & Q. R. R. Co., 16 
I. C. C. 341, the Commission said: 

This inquiry has revealed a highly unsatisfactory tariff situation. 
If these defendants desire that the application of the commodity 
rate on furniture, as carried in the Transcontinental Freight Bureau 
westbound tariff 1-G, shall be restricted to the carload list of furniture 
in the current Western Classification, they should so stipulate in 
their tariff. In the absence of such a stipulation they can not be 
allowed to read into the tariff rules and regulations which materially 
modify the apparent application of their rates. This Commission 
has already announced in Supplement No. 3, tariff circular No. 15-A 
(amended Rule 3-e): 

“A tariff is not governed by a classification or exceptions thereto 
except when and to the extent stated on the tariff.’ 

The provision above quoted is now carried in rule 3 (f) of 


Tariff Circular No. 20. 


NO HENRY J. DIXON 


In The Traffic World of August 15 was published a com- 
munication signed, “Henry J. Dixon, Duluth, Minn.” We printed 
it in good faith. Inquiries by interested persons, however, have 
developed the fact that there is no Henry J. Dixon, so far as 
can be ascertained by usual methods. Now we have another 
communication with the same signature, which we shall not 
publish, for the reason that our policy permits no publication 
of anonymous communications or letters bearing fictitious sig- 
natures. We are making this explanation for the benefit of 
the concealed writer of the letters and of those who may have 
read the letter published. If there proves to be a Henry J. 
Dixon, we shall make suitable apology.—Editor The Traffic 
World. 
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Doings of the Traffic Clubs 





The program for the annual convention 
of the Associated Traffic Clubs of America 
at Tulsa, Oklahoma, October 28 and 29, 
has been completed with the selection of 
John J. Cornwell, general counsel of the 
Baltimore and Ohio Railroad, as the princi- 
pal speaker at the dinner the evening of 
October 28, and Ezra Brainerd, Jr., chair- 
man of the Interstate Commerce Commis- 
sion, as an additional speaker on the con- 
vention program the afternoon of October 
28. He was appointed to the Commission 
from Oklahoma. 
Mr. Cornwell is a 
former governor 
of West Virginia, 
which fact, stated 
in a confused telegram, led to the er- 
roneous statement in this column last 
week that the convention would be ad- 
dressed by former Governor West, 
of Virginia. The toastmaster at 
the dinner will be Pat Malloy, of the 
Malloy Refining Company. Addresses of 
welcome at the opening of the’ conven- 
tion will be made by C. J. Payton, presi- 
dent of the Traffic Club of Tulsa, and E. 
Fred Johnson, president of the Tulsa 
Chamber of Commerce. 





Commissioner Ezra 
Brainerd 





John J. Cornwell 





; The Naugatuck Valley Industrial Traffic Association will 
give its fifth annual dinner at the Y. M. C. A. building, Water- 
bury, Conn., November 5. The speakers will be W. H. Day, 
president of the National Industrial Traffic League, whose sub- 
ject will be “Transportation Problems of New England,” and 
John J. Hickey, attorney, Washington, D. C., who will speak on 
“Rate Making by the Government.” 





The first fall dinner of the Motor City Traffic Club of Detroit 
will be given at the Hotel Fort Shelby October 19. John B. 
Gaughen, president, Detroit Aircraft Club, will be the speaker 
and there will be vaudeville entertainment. 





A Mexican program will be presented at a luncheon of the 
Oklahoma City Traffic Club at the Skirvin Hotel October 19. 
H. Valdez, Mexican consul, will be a guest and there will be 
entertainment, including moving pictures of life in Mexico, fur- 
nished by the Missouri Pacific, and a number of Mexican songs 
and dances. The following have been appointed delegates to the 
Tulsa meeting of the Associated Traffic Clubs of America: J. W. 
Griffitts, Kansas City Southern; A. C. Johnson, Wilson and Com- 
pany; E. C. Wolfe, Frisco; A. S. Johnson, Katy. 





Pi Alpha Epsilon Fraternity will hold its next meeting at 
Mitten Memorial Hall, Philadelphia, October 27. J. G. Moxey, 
motor transportation engineer, Atlantic Refining Company, will 
be the speaker. The officers of the organization are as follows: 
President, L. E. Johnston, Philadelphia Gas Works Company; 
vice-president, G. U. Tait, Philadelphia Tidewater Terminal Com- 
pany; secretary, E. R. M. Snyman, Norton-Lilly Steamship Com- 
pany; treasurer, G. B. Street, Ajax Metal Company. Meetings 
are held the fourth Tuesday evening of each month. 





At a meeting of the Traffic Study Club of Akron in the 
Mohawk Building, October 19, the speakers will be A. C. Dick, 
secretary, Akron Lamp Company, and J. H. Miller, in charge of 
traffic for the same company. Mr. Dick will speak on “How to 
Handle Orders for Parcel Post Shipments.” Mr. Miller’s subject 
will be “How to Handle Orders on Freight Shipments.” 





Z. G. Hopkins, assistant to the president, M.-K.-T., was the 
speaker at a “Katy Day” luncheon of the Traffic Club of Kansas 
City at the Baltimore Hotel, October 12. There was special 
music and community singing led by H. Roe Bartle, an executive 
of Boy Scouts of America. The delegates to the meeting of the 
Associated Traffic Clubs of America at Tulsa are as follows: 
F. E. Rownd, general agent, St. Louis Southwestern; G. B. 
Wood, freight traffic manager, Kansas City Southern; H. W. 
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Hinrich, traffic manager, Columbia Steel Tank Company; H. F. 
Kleine, general agent, D. & R. G. W. The following alternates 
have been appointed: F. W. Sedgwick, general agent, Southern 
Pacific; John W. Hannum, general agent, M. & St. L.; S. L. 
Lockwood, traveling freight and passenger agent, D. & R. G. W.; 
Dolph Lyons, commerce agent, Pere Marquette. About twenty 
from the club are expecting to attend the convention. 





W. F. Schulten, president of the Junior Traffic Club of Chi- 
cago, will represent that organization at the annual meeting of 
the Associated Traffic Clubs of America at Tulsa. 





Speakers at coming meetings of the Birmingham Traffic and 
Transportation Club, in line with the educational program of 
the organization, are announced as follows: October 26, Daniel 
Upthegrove, president, St. Louis Southwestern; Novehber 9, 
George B. Elliott, president, Atlantic Coast Line; November 23, 
W. R. Cole, president, Louisville and Nashville; December 7, E. 
R. Richardson, president, Ocean Steamship Company. Paul 
Shoup, president of the Southern Pacific, will be the speaker at 
the annual meeting the latter part of February, according to the 
program. 





The speaker at a meeting of the Women’s Traffic Club of 
New York at the Hotel Wellington, October 13, was J. W. 
Roberts, assistant vice-president, Pennsylvania. He spoke on 
advisory boards, their accomplishments and objects. 





The annual meeting of the Traffic Club of Newark will be 
held at the Elks’ Club November 2. Officers and directors will 
be elected and entertainment will follow the business meeting. 
J. T. Sasso, Luckenbach Steamship Company, and J. W. Bugliari, 
vice-president, National Freight Company, have been appointed 
delegates to the Tulsa meeting of the Associated Traffic Clubs 
of America. 





The Grand Rapids Transportation Club held a dinner meet- 
ing at the Pantlind Hotel October 15. A moving picture was 
shown by the Ocean Travel Bureau. The annual dinner, set for 
December 10, has been designated “Past Presidents’ Night.” 





The annual meeting and election of the Traffic Club of St. 
Joseph will be held at the Chamber of Commerce October 20. 
Congressman David E. Hopkins will be the speaker at dinner 
and there will be entertainment following. 





At its meeting October 13 the Industrial Traffic Club of San 
Francisco had on its docket for discussion adoption of the 
40-foot box car as standard, in lieu of the present 36-foot car, 
and the statute of limitations on overcharge claims. 





“University of Minnesota Day” was observed by the Traffic 
Club of Minneapolis at its regular luncheon at the Nicollet Hotel 
October 15. J. C. Lawrence, university dean, spoke on “Inter- 
collegiate Athletics,” and Dr. R. R. Price on the work of the 
university extension division. A bridge party was given in the 
club’s rooms the evening of October 12. 





The Traffic Club of Chicago has a team of forty men solicit- 
ing subscriptions to the Cook County Emergency Relief Fund 
for unemployment. 





The Women’s Traffic Club of San Francisco met with the 
Pacific Traffic Association on “Aviation Night” observed by the 
latter at Alameda Airport October 13. 





The regular meeting of the Traffic Study Club of Atlanta, 
set for October 9, was canceled in memory of P. L. Graves, 
president of the Traffic Club of Atlanta, who died October 1. 





The York Traffic Club held a dinner meeting at the 
Hotel Yorktowne October 15. It was designated “Steamship 
Night.” L. F. Klein, vice-president, Moore and McCormick 
Steamship Company, was the speaker. 





At its weekly luncheon at the Hotel Lowry October 13 the 
Transportation Club of St. Paul was told about the “Community 
Chest” by Professor A, Lester Pierce, of St. Thomas College, 
and Milton P. Firestone, attorney. 





The speaker at the eleventh annual dinner of the Trans- 
portation Club of Decatur at the Hotel Orlando October 29 
will be Silas H. Strawn, president of the United States Chamber 
of Commerce. C. C. LeForgee will be toastmaster. There 
will be dancing. 





The Traffic Club of Pittsburgh will celebrate the taking over 
of its recently acquired quarters in the Keystone Athletic club 
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MipwWEST TERMINAL BUILDING 


St. Louis’ Latest Facility 
for Merchandise Distribution 


At Twelfth Boulevard and Washington Avenue—center 
of St. Louis’ development activity, where retail and 
wholesale shopping districts meet—is now being erected the 
remarkable Illinois Terminal Railroad System station and 
industrial loft building. 

Adjoining is the downtown hotel district. Close by is the 
civic center with its new Plaza, and the financial district. 
Within a few blocks are the new homes 
of the St. Louis Globe-Democrat and 
the St. Louis Star and many other new 
business buildings. Altogether here is type 
one of the choicest business locations 
in the city. 

Thirty feet underground the quiet, elec- 
trified lines of the Illinois Terminal 
Railroad System carry fast freight and 
passenger traffic over the McKinley 
Bridge to the East, with car-movements 
interchangeable with all other railroads. 
The latest ideas in rapid loading and 


—A monumental steel structure of the latest 


—12 main stories covering a whole city block 
—75,000 square feet on each level 
—3 offset office stories above 


—Surmounted by a massive tower 

—All built over an underground passenger and 
freight station (electrified) with a capacity in 
excess of 100 cars 

—Located in the heart of business St. Louis 

—Ready for occupancy, July, 1932 





unloading of cars are being utilized. Storage and handling 
of freight will all be concentrated on the lower floors; the 
upper floors reserved for manufacturers and distributors, 
All trucking costs on in-or-out-bound less-than-car- 
load rail shipments are eliminated. Offices and stock 
rooms may be combined under one roof without sacrificing 
desirability of location for either. The mammoth loft and 
warehouse facilities available make this 
building an ideal headquarters for mer- 
chandise distribution throughout the 
whole midwest territory. 

Besides the increased facilities and 
expedited service to be rendered, 
this new development opens an in- 
dustrial territory not heretofore 
served by rail transportation. It 
adds another link to the great chain 
of St. Louis’ merchandise distribu- 
tion advantages. Write for detailed 
information. 


MIDWEST INDUSTRIAL TERMINAL CO. 


1221 Locust St. 


ST. LOUIS 





Phone Central 5300 
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HORDER’S, Inc. 


CHICAGO 


Has Absorbed 


into their large and well-known 
line of Traffic Forms 


ALL TRAFFIC FORMS 
formerly sold by 


THE TRAFFIC WORLD 


9 


Horder’s 


is headquarters for all standardized 


DOMESTIC and EXPORT 
TRAFFIC FORMS 


Complete Folder of samples upon request, including 


25 Domestic Forms 21. C. C. Forms 


14 Export Forms 


Horder Forms are continuously checked and revised 
against latest practices, rules and regulations. Con- 
sult our Traffic men on special forms and records. 


NEW FORMS 
of 
BILLS OF LADING 
Effective January 1, 1932 


Fair prices ~ Guaranteed accuracy 
Standard sizes and forms 


Rolls - Fanfold - Flatpack 


Pads - 


Samples, with quotations, upon request 


HORDER’S, Inc. 


231 S. Jefferson Street, Chicago, Illinois 
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house with a house-warming reception there October 29, ac- 
cording to Chairman Benjamin S. Thomas, of the entertainment 
committee. The club’s new home is on the thirteenth floor of 
the club house and comprises a spacious lounge, several card 
and committee rooms, dining room, retiring rooms, etc., all 
newly appointed. By reason of its location and the privacy 
assured it is expected that more general use of the new quarters 
will be made than of those previously occupied. The program 
for the housewarming includes inspection of the quarters, bridge 
and dancing, and a buffet luncheon. 


The Traffic Club of Dallas held a meeting at the Adolphus 
Hotel October 12. Ronald Vincent spoke on “Worse than War.” 


A Halloween masquerade dance will be given by the Trans- 
portation Club of Peoria at the Fernwood Pavilion October 29. 
It will be “Altorfer Brothers Company Night.” 








“Northern Texas Traction Company Day” was observed by 
the Traffic Club of Fort Worth at a luncheon at the Blackstone 
Hotel October 15. A. F. Townsend, president of the Northern 
Texas Traction Company, spoke on “Urban Transportation.” 
The program was presented by A. J. Rowe and R. L. Carnrike. 


J. E. Carter, assistant freight traffic manager, Southern 
Pacific, will represent the Traffic Club of Houston at the con- 
vention of the Associated Traffic Clubs of America at Tulsa. 








William T. Daugherty, American trade commissioner at Ber- 
lin, will talk on “Present Commercial, Financial and Economic 
Conditions in Germany” at a luncheon of the Traffic Club of 
St. Louis at the Jefferson Hotel October 19. 





At the dinner meeting of the Transportation Club of Des 
Moines at the Hotel Savery October 19, James C. Davis, Jr., 
attorney, will be the speaker. Vaudeville entertainment and 
community singing are on the program. 





H. G. Smith, division freight agent, M.-K.-T., and C. A. 
Wilson, commerce agent, W. F. & S., have been nominated for 
the office of president of the Traffic Club of Dallas. The elec- 
tion will be held November 10. 


REVENUE TRAFFIC STATISTICS 


Passenger revenue of Class I railroads for the seven months 
ended with July totaled $342,000,418, as compared with $445,- 
933,776 for the corresponding period of 1930, while the number 
of revenue passengers carried was 361,874,000, as compared with 
424,719,000 for the 1930 period, according to statistics compiled 
from carrier reports by the Bureau of Statistics of the Com- 
mission. Revenue a passenger-mile averaged 2.577 cents, as 
compared with 2.763 cents in the 1930 period. 

For July passenger revenue totaled $50,135,222, as com- 
pared with $65,627,786 in July, 1930, and revenue passengers 
totaled 50,464,000, as against 59,260,000 in July, 1930. Revenue 
a passenger-mile averaged 2.37 cents, as against 3.556 cents in 
July, 1930. 

Freight revenue for the seven months totaled $1,962,056,224, 
as against $2,385,749,304 for the 1930 period. Revenue a ton- 
mile averaged 1.06 cents, as against 1.067 cents for the 1930 
period. Revenue tcns totaled 957,691,000, as against 1,201,- 
923,000 for the 1930 period. 

For July freight revenue totaled $289,974,632, as against 
$346,849,308 in July, 1930. Revenue a ton-mile averaged 1.051 
cents, as against 1.071 cents in July, 1930. Revenue tons totaled 
144,711,000, as against 182,562,000 in July, 1930. 


NUMBER OF RAIL EMPLOYES 


Class I railroads the middle of August had 1,288,074 em- 
ployes, as compared with 1,309,794 employes the middle of July, 
according to statistics prepared from carrier reports by the 
Bureau of Statistics of the Commission. 

The total for August was a decrease of 14.94 per cent, as 
compared with August, 1930, and a decrease of 26.80 per cent, as 
compared with August, 1929. 

By groups, the number of employes the middle of August 
and the percentage decreases compared with August, 1930, and 
August, 1929, follow: Executives, officials and staff assistants, 
15,335; 7.03; 9.63; professional, clerical and general, 220,245; 
11.88; 19.22; maintenance of way and structures, 296,024; 20.95; 
38.03; maintenance of equipment and stores, 337,519; 14.22; 25.68; 
transportation (other than train, engine and yard, 158,639; 11.14; 
19.88; transportation (yardmasters, switch tenders and hos- 
tlers,), 17,548; 12.71; 19.98; transportation (train and engine 
service), 242,764; 13.72; 23.70. 

WANTED—Position as traffic manager or in traffic office, college 
graduate, sober, age 31, registered practitioner, four years’ railroad 


and four years’ industrial experience. Address L. G. L. 338, care 
Traffic World, Chicago, Il. 














October 17, 1931 





New York (Ward Line) 


Weekly services: 
New Orleans (Cuyamel Line—American 
Fruit & Steamship Corporation.) 


Through bills of lading issued by 
steamship lines to all destinations 
onthe National Railwaysof Mexico 


Route BILL OF LADING , 
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Mr. Traffic Manager: 


‘ED, 





We know that some Com- 
mercial traffic managers hesi- 
tate in showing intermediate 
switching carriers in Bills of 
Lading on account of fear 
of possible overcharges when 
intermediate switching car- 
rier is not always shown as 
a concurring carrier in road 
haul tariffs naming joint 
rates. 





egreed to by the ebipper 





Fast Freight Service : Mexico 


Domestic Straight Bill of Lading adopted by Carriers te Oficial, Southern and Westere Classification Ter \iorles, March 
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Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 


Mexico City - - - - 23 hours 

Pachuca - - - - - 23 hours 

Puebla - - - - - - 20 hours 
From Tampico to: 

Mexico City - - - - 47 hours 

Pachuca - - - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


For complete information, communicate with 


F. P. De Hoyos, Gen. Agent 
1515 Penn Building 
New York City 


A. Horcasitas, Com 


F. N. Puente, Gen. Agt. 
441 Monadnock Bldg. 
San Francisco, Calif. 


F. C. Lona, Gen. Agt. 
Room 1520 
Two-O-One North Wells Bidg. 
Chicago, Ill. 


F. Alatorre, Com. A; 
414 Whitney Bank Bids 815 Pacific Electric Bias V. H. Mi Com, Age 
New Orleans, La. Los Angeles, Calif. Room Az: ‘Railways Exch Idg. 
“a is, 


INDUSTRIAL AGENCY. Mr. Miguel Sandoval, In- 
dustrial Agent, 2a. Bolivar 19, Mexico City, will upon 
request and free of charge furnish information on 
Mexican products marketable in the States. 


SY TO 





EXPEDITE YOUR 
SHIPMENTS 








Shipper's Me___ 





Agest’s 


You need have no fear in 
routing your shipments Via 
the Peoria Gateway. P. & P. 
U. Ry. Intermediate switch- 
ing charge of $3.00 is named 
in C. W. Galligan’s Illinois 
Freight Association Freight 
Tariff No. 41, I. C. C. No. 132, 
and is absorbed by line haul 
carriers under their absorp- 
tion tariffs. Simply mark 
your Bill of Lading Via 
Peoria, Illinois, and P. & P. 
U. will speed the interchange 
between line haul carriers. 


Railroad Company 


192.f/__ 
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Switching Service Between 


Peoria and Pekin Union Railway Company 
Atchison, Topeka & Santa Fe Railway Company 
Chicago & Alton Railroad Company 

Chicago & Northwestern Railway Co. 

Chicago, Burlington & Quincy Railroad Co. 
Chicago and Illinois Midland Ry. 

Chicago, Rock Island & Pacific Railway Company 


Cleveland, Cincinnati, Chicago & St. Louis Railway Company 


Inquiries solicited. Address E. F. 


PEORIA AND PEKIN UNION RAILWAY COMPANY 


Illinois Central Railroad Company 

Illinois Terminal R. R. System. 

Inland Waterways Corporation 

Minneapolis & St. Louis Railroad Company 

New York, Chicago & St. Co. (L. E. & W. Dist.) 
Pennsylvania Railroad 

Peoria Terminal Company 

Toledo, Peoria & Western Railroad 


STOCK, Traffic Manager, Union Station, Peoria, IIl. 


L. R. R. 
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“CONSOLIDATED LESS THAN CARLOAD 


FREIGHT TRANSPORTATION” 


“NATIONAL” SERVICE 
IS 
ALWAYS 


The National Freight Company 


“OFFICES IN ALL PRINCIPAL CITIES” 


SPEEDY 
ECONOMICAL 


and 


DEPENDABLE 


SHIP VIA: 


Judson Freight Forwarding Co. 
G. W. Sheldon & Co. 
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Personal Notes 





Wade H. Askey, assistant vice-president in charge of traffic, 
Gulf, Mobile and Northern, died, October 5, in a hospital at 
Mobile, Ala., his home, from injuries received in an automobile 
accident. 

William H. Williams, president of the Wabash, died of a 
heart attack at the Coronado Hotel in St. Louis October 14. He 
was fifty-seven years old and was elected president of the 
Wabash September 10, succeeding James E. Taussig. He had 
been chairman of the board of the Wabash since 1915. He began 
his railroad career with the Pennsylvania Railroad in 1890. 

J. A. Droege, vice-president and general manager of the 
New Haven, will retire from active duty, effective November 1, 
after fifty-one years of railroad service, twenty-seven of which 
have been with the New Haven. He will retain his connection 
with the railroad in an advisory capacity. Robert L. Pearson, 
assistant general manager, will succeed Mr. Droege. 

G. S. Wright, general storekeeper of the E. J. & E., has 
been retired after thirty-five years of continuous service. He is 
succeeded by John Otto. 

James L. Carling, for many years traffic manager for 
Arbuckle Brothers, sugar and coffee merchants, at New York, 
died October 7, after a lingering illness. 

S. R. Savage has been appointed general agent, Dollar 
Steamship Company, at Birmingham. He was agent for the 
American Mail Line. 

R. J. McBride, Chicago, has been appointed by Governor 
Emmerson, assistant transportation rate expert of the llinois 
Commerce Commission. He assumed his new duties with the 
commission October 15. The appointment was made to fill a 
vacancy created several months ago by promotion of G. H. 
Shafer to the position of chief transportation rate expert of the 
commission. Since November, 1930, he has been traffic manager 
and commerce counsel, Federal Cement Tile Company. 

C. L. Wheeler, vice-president and general manager of the 
McCormick Steamship Company, announces that G. A. Dundon 
has been appointed Atlantic coast manager of the line; James 
H. Condon has been appointed traffic manager, and Wendell M. 
Bradbury has been made marine superintendent, with head- 
quarters at Philadelphia. The company has terminated its joint 
operating agreement with the Munson Line, but will still be 
represented by the latter in Pittsburgh and Chicago. 

Major M. A. Kerwin, vice-president of the Di Giorgio Fruit 
Corporation, has left for Europe with his family to take charge 
of the European steamship and banana business of the company, 
with headquarters in Rotterdom. Peter J. Parachini has 
assumed the duties of vice-president in charge of traffic of the 
company at New York, succeeding Major Kerwin. 


Announcement is made by J. E. Dockendorff, president of 
the Black Diamond Steamship Corporation, general agents of 
the American Diamond Lines, that J. Caldwell Jenkins, former 
vice-president of the Merchant Fleet Corporation, has joined the 
Black Diamond as vice-president and director. It is understood 
that Mr. Jenkins will make his headquarters at Washington 
pending the transfer of the ships of the line to the Black 
Diamond, which has purchased the line from the Shipping Board. 

Charles S. Hoskins, formerly assistant general freight agent 
of the Merchants’ and Miners’ Transportation Company at 
Atlanta, Georgia, has been appointed general freight agent of the 
company. Mr. Hoskins will make his headquarters at the home 
office in Baltimore. 


S. T. DeMilt, general agent at New Orleans for the Clyde- 
Mallory Steamship Lines, was reelected president of the New 
Orleans Steamship Association at the annual meeting of the 
organization in that city. This is his twentieth term in that 
office. The association also reelected E. E. Lamberton, assist- 
ant manager of the Southern Pacific Steamship Company, as 
vice-president; J. J. Kelleher, assistant manager of the United 
Fruit Company, as treasurer; and John L. Flettrich, as secretary. 


DOCKET OF THE COMMISSION 


October 19—New Orleans, La.—Examiner McChord: 
24493—-Hardwood Export Co. et al. vs. A. & L. M. Ry. et al. 


October 19—Argument at Washington, D. C.: 

Finance No. 8645—In the matter of application of M. P. R. R. for 
approval and authorization of acquisition of control as provided 
in paragraph (2) of section 5 of the interstate commerce act by 
purchase of stock of N. E. Okla. R. R. 

Finance No. 8689—Application of C. P. Ry. for authority to acquire 
control of Aroostock Valley R. R. by stock purchase. 

Fourth Section Application No. 13647. 

Fourth Section Application No. 13968—Cement to New England ter- 

ritory. 
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Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 
CROOKS TERMINAL WAREHOUSES 


Storage and Distributing of Merchandise of Every Description 


7 
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TT 


UNE DANELONGUNONCRUOGOROAONEDEOUEDOOAEDOOOSOOOONEOUOOECOOSONOOUOROLIOEOEIOAREDOONORDANOEOUOOREDOOEEONE 


RICHMOND, VA. - 


Storers, Distributors and Forwarders 
of General Merchandise 
175,000 Square Feet Floor Space 
Southern R. R. Siding 20c Ins. Rate 


Virginia Bonded Warehouse Corp. : 
Waa 1709 East Cary Street = 
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Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S. A. 


401 S. A. & K. Bldg. 
Syracuse, N. Y. 


2 


HOUeUeneneeneaneeenaaanaennnoiN? 
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Boston Office: 
92 State Street 


110 So. Dearborn St. 
Chicago, Ill. 


TO 


Heneveracecnneensencannnnt 


Spovannngnnnnnnonnonsnnnsnnsononeessanecossennninecniasiniiiiiiiiee MU 


QUAKER LINE 
DEPENDABLE SERVICE 


From ALBANY, N. Y.— Fortnightly 
BOSTON, MASS.— Monthly 
NEW YORK, N. ¥.—Weekly 

PHILADELPHIA, PA.—Weekly 


To Cristobal (Canal Zone), San Diego, 


Los Angeles, San Francisco, 
Oakland, Portland, Seattle, Tacoma. 


For Rates and Other Particulars Apply 


QUAKER LINE 


PHILADELPHIA; The Bourse BUFFALO: McKinley Bidg. 

BOSTON: 33 Broad Street CHICAGO: 327 S. LaSalle Street 

NEW YORK; 24 State Street CLEVELAND: Hippodrome. Bidg. 

ALBANY: D. & H. Building DETROIT: General Motors Bidg. 
PITTSBURGH: Union Trust Building 












FOR CARLOAD 
SHIPPERS 


Get this informative booklet for your 
@sispving department, free. Chock- 
full of valuable data, with many illus- 
trations and charts showing the Acme 
method of bracing carload freight for 
many kinds of manufactured products. 
It presents the complete story of Acme 
UNIT-LOAD, showing how it prevents 
damage and brings many real shipping; 
economies. 

No obligation. Write today. 49 


ACME STEEL COMPANY 


General Offices, 2832-40 Archer Avenue 
CHICAGO, ILLINOIS 
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Fourth Section Application 14242 et al.—Coal and coal-briquettes to f 
points in southern territory. t 

October 19—Detroit, Mich.—Examiner Archer: 

1. & S. 3591—Classification rule 34 governing size and minimum 
weight of cars. 

October 19—Washington, D. C.—Examiners Hosmer & Dillon: 
24069—Atlantic Coast Line R. R. et al. vs. A. & A. R. R. Corp. et al 
24160—In the matter of divisions of — interterritorial rates be- 

tween official and southern territories (adjourned hearing). 

October 19—Wichita, Kan.—Examiner Peterson: 
22821—-General Mills, Inc., successor to Red Star Milling Co. vs. 

Cc. R. I. & P. Ry. (further hearing). 

October 19—San Francisco, Calif.—Examiner McGrath: 
Fourth Section Application No. 1397—Filed by S. P. Co. 

October 19—Boston, Mass.—Examiner Cassidy: 

Fourth Section Application 14444 of B. & A. R. R. 
Fourth Section Application 14445 of B. & M. R. R. 


October 19—Cedar Rapids, Ia.—Examiner Hansen: 
24428—-State University of Ia. vs. C. R. I. & P. Ry. 
October 19—Atlanta, Ga.—Examiner Later: 
21228 and Sub. 1—Creomulsion Co., Inc., vs. Southern Ry. 
22498—Obear-Nester Glass Co. vs. Southern Ry. (Further hearing 
in accordance with Commission’s order of July 6, 1931.) 
October 19—Chicago, Ill.—Examiner Trezise: 
1. & S. 3624—Excursion passenger fares in parlor and sleeping cars 
between Chicago, Ill., and Minneapolis-St. Paul, Minn. 


October 19—Ft. Worth, Tex.—Examiner Witters: 

23949—Amherst Elevator Co. et al. vs. A. T. & S. F. Ry. et al. 

23960—L. B. Archer et al. vs. A. T. & S. F. Ry. et al. 
October 19—Nashville, Tenn.—Examiner Smith: 4 

24616—Ralston Purina Co., nIc., vs. A. & S. R. R. et al. 
October 19—Washington, D. C.—Examiner Kelly: 

Finance No. 3921—Excess income of Santa Maria Valley R. R. 
October 20—New Orleans, La.—Examiner McChord: 

24509—Port Gibson Oil Works, Inc., vs. L. & A. Ry. et al. 
October 20—Washington, D. C.—Examiner Armes: 

24402—l'arm Seed Association of North America et al. 

vs. A. T. & S. F. Ry. et al. 


October 20—Argument at Washington, D. C.: 
23193—Saniwax Paper Co. vs. A. A. R. R. et al. 
ewe Utilities Commission of State of Idaho vs. O. S. L. 
» RB. et al 
Finance No. 7308—Use of Pennsylvania Terminal in New York City 
by Long Island R. R. 


October 20—San Francisco, Calif.—Examiner McGrath: 

Fourth Section Application 14404, filed by F. W. Gomph. 
October 20—Moline, Ill.—Examiner Hansen: 

21755 (Sub. 1)—Moline Consumers Co. vs. C. B. & Q. R. R. et al. 
October 20—Florence, Ala.—Examiner Smith: 

24319—Dixie Syrup Co. vs. A. B. & C. R. R. et al. 


October 20—Boston, Mass.—Examiner Cassidy: 
24435—Missisquoi Pulp & Paper Co. et al. vs. N. Y. C. R. R. et al. 
24577—O. W. Seibert Co. et al. vs. M. C. R. R. et al. 


October 20—Atlanta, Ga.—Examiner Later: 
24445—Holloway Fruit Co., Inc., vs. A. B. & C. R. R. et al. 


October 20—Chicago, Ill.—Examiner Trezise: 
24436—Western Yarn Mills et al. vs. G. T. W. Ry. et al. 
1. & S. 3641—Trucking, L. C. L., freight in lieu of rail service in 
Chicago district. 
October 20 to 23—Buffalo, N. Y.—Director Bartel and Examiner Bard- 
well: 
Ex Parte 104, Part !1—Terminal Services of Class I Carriers (as 
to Buffalo, Rochester & Pittsburgh Ry., Buffalo & Susquehanna 
R. R. Corp.). 
October 20—Kansas City, Mo.—Examiner Konigsberg: 
24211—Stewart Inso Board Co. et al. vs. A. T. & S. F. Ry. et al. 
24513—Sonken-Galamba Corp. vs. A. T. & S. F. Ry. et al. 
October 21—Atlanta, Ga.—Examiner Later: 
24479—Carolina Bagging Co. et al. vs. N. & W. Ry. et al. 


October 2i1—Argument at Washington, D. C.: 
Finance No. 8206—Oregon Electric Ry. proposed construction. 
Finance No. 8207—Oregon Electric Ry. proposed acquisition. 
Finance No. 8305—Southern Pacific Co. proposed acquisition. 
22714—-Standard Oil Co. (Ind.) vs. C. & N. W. Ry. et al. (and cases 
grouped therewith). 
October 21—Boston, Mass.—Examiner Cassidy: 
24481—Boston Wool Trade Association vs. A. C. & Y. Ry. et al. 
October 21—Chicago, Ill—Examiner Trezise: 
24575—Booth Furniture Co. et al. vs. C. C. C. & St. L. Ry. et al. 
October 21—Kalamazoo, Mich.—Examiner Archer: 
24462—M. J. Dark & Sons et al. vs. I. C. R. R. et al. 
24548—H. E. Hall vs. A. B. & C. R. R. et al. 
October 21—Liberal, Kan.—Examiner Peterson: 
24188 os Sub. 1—Light Grain & Milling Co. vs. C. R. I. & G. Ry. 
et al. 
October 21—Keokuk, Ia.—Examiner Hansen: 
24516—Keokuk Traffic Assn. vs. A. T. & S. F. Ry. et al. 
October 21—San Francisco, Calif.—Examiner McGrath: 
24344 (and Subs. 1 and 2)—Sperry Flour Co. vs. S. P. Co. 
October 22—Detroit, Mich.—Commissioner Aitchison: 
10122—-Standard Time Zone Investigation. 


October 22—Kansas City, Mo.—Examiner Konigsberg: 
1. & S. 3640—Minimum weight on acids from Bartlesville, 
and other southwestern points to interstate destinations. 


October 22—Argument at Washington, D. C. 
22921—Collins Paving Co. vs. F. E. C. Ry. et al. 
23164—Independent Oil & Gas. Co. vs. A. & W. Ry. et al. 
23349—Sinclair Refining Co. vs. A. & W. Ry. et al. 

— No. 8683—D. T. & I. R. R. proposed unification and secur- 
ties. 

October 22—Chicago, Ill.—Examiner Trezise: 
24525—Brunswick Radio Corp. et al. vs. C. B. & Q. R. R. et al. 

October 22—Jackson, Miss.—Examiner Smith: 

24507—Jackson Fertilizer Co. vs. A. C. L. R. R. et al. 


Okla., 
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PROFITS, TODAY, DEPEND ON QUICK DECISIONS 


And Quick Decisions Depend on Instantly Available Information 


That's why we maintain 3 Port Bureau Field Offices where 


the information you need is instantly available. When WRITE 
emergencies arise, when plans must be changed, when WIRE 
opportunities are offered, dont hesitate to call on any or if in haste 
member of the Port Bureau for quick, accurate information. PHONE 








Every one of these men is chosen for his thorough knowl- 
edge of traffic problems and can be of real help to you, OR 


if you ll just call him. 
J.C. MAYFIELD 
1512 Whitehall Bldg., 


J. RUSSELL WAIT, Gen'l Msgr. New York City 


Harrison 2267 


H. S. Crawford, Ass’t Mgr. T. P. BARTLE 
433 Board of Trade Bldg., 
COURTHOUSE BLDG. Kansas City, Mo. 
HOUSTON Preston S241 TEXAS Bowling Green 9802 














W arehousing— 


Chicago, Ill., U. S. A. 
Offices in Principal Cities 
Canadian Steel Strapping Co., Ltd., Montreal, Quebec 
WESTERN | SIGNODE 
ok beet Geeiaiadion _  Ghe Sealed Tensional Strapping 

: We also f h d t 1 f t li f 
323 West Polk St., Chicago, il. H of nelled- a comin. Re ee on ay sosdhinen, eal duase. 
: clutch nails, tag fasteners, etc. Write for general catalog. 
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Three Blocks from a 
Chicago's Loop District 


in the heart of the wholesale and retail jobbing district. 
Stocks carried for local and out of town distribution on 
a package basis. Rail shipments anywhere without 
extra cartage expense. i 
Orders for shipment received by noon loaded in cars . @ 
ready to move to destination the same day. E 
400,000 square feet of clean, light, airy ee 
and office space—track space for 360 cars. Space and # i 
offices to lease. - 5 





Save 2.0% 
on Your Shipping 


The average Signode saving is about 20%—the range : 
is from 10 to 60%. The Signode System of Tensional : 
(nailless) Steel Strapping cuts container and freight § 
costs and produces a better shipping unit safe from dam- = 
age or pilfering. Call a Signode Shipper or let us send 
you our booklet, “Guide to Better Packing and Shipping.” 3 


SIGNODE STEEL STRAPPING CO. 
2613 N. Western Avenue 
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DEPENDABLE COLD STORAGE 


Ship your CARS to us for Storage and Distribution. 
Exceptional Rail Connections. 
25 Years of Satisfactory Service. 


CHICAGO COLD STORAGE WAREHOUSE Co. 
1526 So. State St. Chicago, Il. 
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sencreneenueceneceneeeeiieer UNNEUUEDELUSREAEDCDUANOADOAESLANELAGAEDONREDEOAONLAGANOOGGOROUOONOLANEoORoNESENNOETTE: 


“TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI : 


GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


| nvenennvnnnennnennsncnsennanatensserscacorrgsonecnsnceneny a. eannenenrenensenuensercesnserseeerterensecevensennten onnnnnneennnconersneatsnsevesnsenesnsnenscduensenncerscenercseesneenoedien teeeranernaiins 


aoeneucaeoenecenuaenscanonntonnssuoneconenenieccsnsonanennt sg 





een ernnyriy 


LEONARD’S GUIDE 


RPE RR 

FREIGHT, EXPRESS, PARCEL POST : 

Rates and Routing ll in One Book! Z 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. serene tes shcoonvanit 15 E. 26th St., New York 
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We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery 
350-354 West Erie Street hicago 
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DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 





H. D. DRISCOLL 


Commerce Counsel 
and Attorney 


Philcade Building, Tulsa, Oklahoma 


Oklahoma City Office: 
709-10 Cotton-Grain Exchange Building 


HARRY C. AMES 


ATTORNEY AT LAW 


Successor to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commission 


Thousands 


matters. 














HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 








1930 Broadway 
Oakland, Calif. 


The Traffic World 


refer weekly to Traffic World 
for traffic information. Your 
professional card here places 
your name before those who 
need legal services in traffic 





THOMAS L. PHILIPS 
ATTORNEY AT LAW 


Especial attention to matters before Inter- 
state Commerce and Federal Trade Commis- 
rates, price fixing and valuation. 


PRACTICE IN ALL COURTS 
Transportation Bldg., Washington, D. C.] Liberty Central Trust Co. Bldg., ST. LOUIS, MO. 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC, 
COMMERCE AND VALUATION EXPERTS AND SPECIALISTS 


BISHOP & BAHLER 
Incorporated 





Commerce Attorney 
1006 Fifth Street, Sacramento, Calif. 
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October 22—Atlanta, Ga.—Examiner Later: 
24452 and Sub. 1—Atlantic Steel Co. vs. C. & O. Ry. et al. 


October 23—Chicago—Examiner Hansen: 
24465—Prescott Co., Menominee, Mich., vs. A. T. & S. F. et al. 
—. 23—Chicago, Ill._—Examiner Trezise: 
1. & S. 3637—Transit rules on lumber and related articles at Terre 
Haute, Ind. 
Fourth Section Application No. 14434, filed by F. A. Leland. 


‘October 23—Argument at Washington, D. C.: 
22859—-Northern Oats Co. vs. A. T. & S. F. Ry. et al. 
22946—Kansas Flour Mills Corp. vs. A. & S. Ry. et al. 
23901—Oklahoma Millers’ Association vs. A. T. & S. F. Ry. et al. 

October 23—Jackson, Miss.—Examiner Smith: 

1. & S. 3623—Switching at Natchez, Miss. 

October 23—Kansas City, Mo.—Examiner Konigsberg: 

a +" nine Produce Co. vs. A. T. & S. F. Ry. 
eta 

October 23—Galveston, Tex.—Examiner Witters: 

. & & 3616—Export charges on export grain at New Orleans, La. 

October 23—Moultrie, Ga.—Examiner Later: 
ar al ‘aan Battle Lumber Co. vs. Ocean S. S. Co. of Savannah 

et al. 

October 24—Portland, Ore.—Examiner McGrath: 
22720—C. S. Fulton et al. vs. C. B. & Q. R. R. et al. 

October 24—Chicago, Ill._—Examiner Trezise: 

Fourth Section Application No. 13473, filed by H. G. Toll. 

October 24—Argument at Washington, D. C.: 

22275 and Sub. 1 to 4, incl.—Procter & Gamble Co. et al. vs. A. & 
S. R. R. et al. 

October 24—Greensboro, N. C.—Examiner McChord: 
24172—Carolina Button Corp. vs. A. A. R. R. et al. 

24252 and Sub. 1—Geo. K. Hale Mfg. Co. et al. vs. A. & Y. Ry. et al. 

October 24—Amarillo, Tex.—Examiner Peterson: 
20494—-Great West Mill & Elevator Co. vs. P. & S. F. Ry. et al. 

October 26—Washington, D. C.—Examiner Davis: 

* Finance No. 8980—Application L. V. R. R. for authority to acquire 
control of Owasco River Ry. by purchase of one-half of capital 
stock of that company. 

October 26—Montgomery, Ala.—Examiner Smith: 

Fourth Section Application No. 14300, filed by J. E. Tilford, agent. 


ag of 26—St. a Mo.—Examiner_ Konigsberg: 
& S. 3632 a 3 sup. orders)—Pig iron from, 
* points in BBR. territory. 


to and between 


AGAINST POSTAL RATE INCREASE 


Argument in opposition to an increase in first-class mail 
rates as has been proposed from time to time in the recent 
past by Postmaster-General Brown, has been submitted to the 
latter in a letter from the National Council of Business Mail 
users, signed by Richard H. Lee, counsel. 












PAYSOFF TINKOFF 


ATTORN ped ae LAW 


CERTIFIED PUBLIC. "ACCOUNTANT (ILL.) 
ee 


INTERSTATE COMMERCE CLAIMS 


of Shippers 


> FED ERAL T. TAXES 
1540 BUILDERS’ BUILDING CHICAGO, ILL. 


You can reach Traffic World 


readers each week 
through the use of an advertise- 
ment in this space at the small 
expense of about one-fortieth of 
a cent per subscriber. 













JEROME E. LANE 


Engineer-Accountant 
FEDERAL VALUATION OF RAILROADS 
General Offices: wt es ae Suburb), Il. 


Field Oeons: Kansas City, Mo. Aponte, Ga., 
ceria, Ill. and Minneapoils, M 
Specialist on ees 
Appraisals and Valuations 
Registered Practitioner before Interstate Commerce Commission 








Sept. 16, 1914 
AGERS 










Head Office: 369 Pine Street 
San Francisco, Calif. 









The Traffic World is the best place ethically to announce professional availability 























e 


pata 


ae DRAMAS nats acc 


ithe Mh 


‘ 
| 
4 
; 
j 
i 
{ 





avis AR ee deepal 


4 











October 24, 1931 


THE TRAFFIC WORLD 


Name Registered U. S. Patent Office 
Published Every Saturday By 


THE TRAFFIC SERVICE CORPORATION 


Copyright, 1931. Twenty-fourth Year Member of A. B. C. 





E. F. HAMM, President E. F. HAMM, JR., Secretary-Treasurer 
H. A. PALMER, Editor and Manager J. H. SWEET, Circulation Manager 
H. W KELLOGG, Advertising Manager . 
Allcommunications should be addressed to the Chicago office 
B. J. HAMM, Manager A. E. HEISS, Chief, 
Special Service Department, Washington Washington News Bureau 





Mills Building 
WASHINGTON, D. C. 


420 Lexington Ave. 
NEW YORK 


418 S. Market Street 
CHICAGO, ILL. 





TABLE OF CONTENTS 





Cg ee ee ee eT ee eee ree Perr ree eT 857 
CURRENT TOPICS IN WASHINGTON. ...........0-e eee eeeeeee 861 
DECISIONS OF THE COMMISSION: 


Fifteen per cent case, 1931; ex parte 103; in re increases in 


freight rates and charges (178 I. C. C., 539-590)............ 863 
Buhner Fertilizer Co. et al. vs. A. C. & Y. et al.; No. 21462; 
and cases joined therewith; fertilizer reparation............ 870 
Bad Girl, Inc., et al. vs. Postal Telegraph-Cable Co.; No. 24102; 
SOI NIE oo 56050 c0snthucteees6<e ees avew sn gseceaees 870 
Gulf States Terminal and Transport Co., Inc., vs. T. & P.; 
BEG. SESTOs BROOMS BCT 6 oo. 6. o.oo 0:6.0:0:0:0:5:0:06.60540000 ssn en CC Oe 871 
Farris Hardwood Lumber Co. et al. vs. L. & N. et al.; No. 22548; 
ee rr ener ere rere TET et err Terr rrr 871 
Dyer and Co. vs. A. T. & S. F. et al.; No. 24242; baled hay 
NI Soca sei acerca 6 pean tue cunt a area tore see le can el ale be aoe ileal 872 
Harrisburg Foundry and Machine Co. et al. vs. P. R. R.; No. 
BEeTe. WO SE POERII oi cic esc 6h soak dese sess ewesedicenees 872 
Dodge County Lumber Co. vs. Southern and S. A. L.; Nos. 
SIG94 ated FILLIES: FOMATETION OM GCOOGBUIOS. «6.6. cc cc cccccsisececs 872 
Hart and Reno, Inc., et al. vs. A. T. & S. F. et al.; No. 23509; 
PEO SEU CU I soo o.oo ik 605 5.60 6 ch atccpcsencresssimwens 872 
Kierulff and Ravenscroft, Inc., vs. A. T. & S. F. et al.; 23509, 
Ul. US SOO GE GRTRIM TANCIIO no 0 oc ccc ccs ctccnecersseegs 872 
Kimball-Upson Co. vs. A. T. & S. F. et al.; No. 23629; radio 
Se err nn rere ee 872 
Federal Match Corp. vs. A. & W. P. et al.; No. 23905; matches 872 
Manassa Timber Co. vs. A. & E. et al.; No. 24311; piling...... 872 
Carroon and Co., Inc., vs. A. & L. M. et al.; No. 23659; canned 
PEE: Sided Ganuuseesed she tes Sad dae DebersaeneN ees Ries sess par Eees 872 
Smith, H. C., vs. C. & N. W. et al.; No. 23881; motor vehicles. 872 
Dixon, R. S., vs. S. P. et al.; No. 24503; feeder cattle......... 872 
Las Vegas Lumber Co. et al. vs. A. T. & S. F. et al.; No. 
Ss I hin acs cic nese ame a ea ean ae OME RRM CERO ae we 872 
Terminal Refrigerating Co. vs. A. T. & S. F. et al.; No. 23588; 
ee GO Den OWN GN, GG ov oie ois dancscccbesdsaouseeanes 872 
Payne, Howard, et al. vs. A. T. & S. F. et al.; No. 23270; feeder 
SON sais 5 yd a nck Siac’ ig, We aad oats Die Sav allan le a ane ae 872 
Ilfeld, Louis, Co. vs. A. T. & S. F. et al.; No. 23270, Sub 1; 
ORE. MENS ovis aac cwiwiescoruenik o496455 ba eu Rsk aw acamenp See sea oo 872 
Pedrick, B. E., vs. A. T. & S. F. et al.; No. 23270, Sub. 2; 
I IEE Siwrure-s cosa hance eam unc cisuen ta daeete ers eee eee eam 872 
Donald, Charles, vs. A. T. & S. F. et al.; No. 23675; feeder 
ONE 506 ol wicca Saas nc "sca carseat Se rcewas PR OR e ne ie tie ws lip a gan 872 
Watermelons from the south to interstate destinations; I. 


I RN I cacao ay cca a arn casa res sei cases ee lve adie se aula cane a ee a 872 
Brick from Jackson, Mo., to E. St. Louis, Ill.; I. and S. 3610... 872 
Wickes Boiler Co, vs. I. C. et al.; No. 24181; power boilers, ete. 872 


PHOPrCoco REPORTS 1H 1. C. C. CABEG. 2.66 ciicsisccccsswessecs 875 
Pee, Fic Rs Ns, Ec er OE sv 10'8 5:0! sin is 6.5 eis Wi swicaismre sain wale aber 877 
SPT NOUN. UE. 1/5705 59515. nc Rich etme pla olavigranloa av SNl p-ain in wie aman owl, 6a 
MISCELLANEOUS TRAFFIC DECISIONS................cceeeees 883 
PACKING FOR EXPORT SHIPMENT—By C. A. Plaskett........ 887 
Fe BON epee I oo. 0ie 5 6.55 eins 55a hie a sin aid tive isa witless 10's 891 
INLAND WATERWAY TRANSPORTATION...............20000: 893 
[PO Se NE 5.50.00 Siaiwi piano nnd 6A lw eid Wisi ots wire eisisinre caw mae oem 894 
MOTOR VEHICLE TRANSPORTATION. .......cccccesesecteccecs 895 
LIES TOGO: PAUUED PII oo ios oes sd cccntscneed cedisceesecneee 897 
DOINGS GF THE TRAFFIC CHG. oo oiincc cinccceccssscccssoessaas 906 
DIGESTS OF NEW COMPLAINTS. .....ccccccccscccvcescecccacaes 908 
PP e, TORI PURI DO Te on vos nce sie cesdsnisworcerees 910 


CO DP TRU, Cia onesies eevee arsieesovesenes 914 


The Traffic World 





PAGE 853 





WHERE WATERWAY — RAILWAY — HIGHWAY MEET 


Route It 





The photo- 
graph above 
shows our 
method of 
handling all 
shipments. 
Note how 
these sacks of 
suger are 
kept on 
skids, being 
moved about 
by means of 
lift trucks. 
The photo- 
graph below 
shows crane- 
handling of 
suger. 








—sSave wear 
and tear 


Shipments north or south via this water, rail 
and highway terminal benefit through our skid 
handling. Between unloading and loading, 
goods remain on skids. Consider what this 
means toward the welfare of your shipment. 
Route it this way. Make use of our facilities. 
Write for full particulars. 


MEAD | 
JOHNSON | | 


TERMINAL CORP. | 


J. D. Beeler, V. Pres. 


and Gen | Mgr. _ 


1830 West Ohio Sw. 
EVANSVILLE, IND. nd 
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LOL A we ae 


Million Dollar Santa Fe 
Addition, July, 1931 
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New! Elevator “B” emptied | 
500 cars in one day. Can load [iN 
three ships at once. 


ALVESTON is judged America’s Port of 

Quickest Dispatch. Yet new equipment is 
being added to further speed up deliveries. A 
$3,000,000 grain elevator was completed in 
May. Another railroad, faster coaling equip- 
ment, more cotton concentration facilities and 
a new Santa Fe building . . . these are 1931 addi- 
tions to an already well-equipped seaport. 


Galveston sets high speed records. Freight cars are unloaded 
on day of arrival! Forty minutes from wharves to deep sea. 
Grain vessels enter, load, clear and are at sea in six hours! 
A sulphur cargo of 10,050 tons was put aboard in two days. 
Cotton loading records stand unchallenged. Now added 





The Traffic World 


Now for NEW 


< __ThePort of- 
ALVES 








Speed 


Records.. 





facilities make possible still greater speed in handling bulk 
and other commodities: rice, flour, packaged goods, pack- 
ing house products, machinery, etc. 


Here is a well organized port operating under unit control. 
A port that empties its terminals promptly and keeps mer- 
chandise on the move, saving time, storage and interest 
charges, dollars, for shippers of every type of goods. Ocean 
lines to all ports, rails to all America. Rates that make 
Galveston the economical gateway for many commodities 
touching points as distant as Kansas City, Chicago and 
Minneapolis Experts to assist you with your problems. 
Information, “The Shippers Digest” and the port book 
available on request. Write Galveston Chamber of Com- 
merce or Galveston Wharf Company, Galveston, Texas. 
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Mow many times have you said, “Give this ship- 
5 ci i ment special handling?” How many times did you 
a n e get it? When you route your freight “Care of Soo 
Line,” you have our positive guarantee that your 


€ 
with Ca re shipment will receive the care it requires. 


Whether you ship a crate or a carload, you may 
be sure that we will make it a personal obligation 
to see that it reaches its destination in perfect 
condition. 


“Handle With Care” means what it says via the 
Soo Line. 


a EDMONTON @ 
BRITISH COLUMBIA “8%, \Wetaskiwin# 


ot 
wv Glendive 


DAHO »s WYOMING 
7-14-'28 POOLE BROS. INC., CHICAGO. 





ROUTE YOUR FREIGHT CARE OF SOO LINE 





San Francisco. .Southern Pacific Bldg. 
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Texas Progressive in Farm Development 





Transportation facilities adequate— 


ITHIN the past two years there has 

been a large increase in the vegetable 

W acreage along and between the lower 
half of the courses of the Brazos, 
Colorado, Navidad and Guadalupe 

rivers and their tributaries. While the acreage 
increase has been more pronounced in pota- 
toes and tomatoes, there has been a notable 
one in watermelons, cantaloupes, cucumbers, 


peppers and other vegetables. 

This increase in vegetable 
acreage is more noticeable 
because within the past three 
years there has been located, 
in this territory, two of the 
largest milk plants in the 
southwest. A few thousand 
pounds of milk daily has in- 
creased to more than eighty 
tons. Toa great extent this is 
new business. 

These increases have been 
large enough to attract the 
attention of the more 
thoughtful, particularly in 
times when retrenchment 
has been more or less the 
order of the day. 

The milk plants have led 
the way to general dairy de- 
velopment, and this develop- 
ment has been accentuated 


Freight Is 
Handled with 


Unusual Care 
ae 


No other railroad 
serves such extensive 
territory in the South 
and West. Fast mani- 
fest freight and through 
package car schedules 
are maintained from 
eastern points. Infor- 
mation as to these 
schedules or the many 
other fast schedules 


available to shippers 
can be obtained from 
any Southern Pacific 
freight representative 
listed below. 





by a movement towards better pastures. 
Through these better pastures farmers realize 
that the cost of producing cream can be 
greatly reduced. They also find that good 
pastures materially reduce the cost of pro- 
ducing beef, pork and even poultry. 

These three movements—increase in vege- 
table acreage, dairy development, and inaug- 
urating finer pastures—have not interfered 


with the regular farm- 
ing operations to any 
material extent, but have 
brought to the attention of 
the farm mind the possibil- 
ity of profitable develop- 
ments in ways not hitherto 
used. 

Thecountry itself isadapted 
to the three development 
movements mentioned. 

It is well supplied with 
railroads and transportation 
facilities and there is a gen- 
eral development that is 
gratifying. However, one of 
the best things that can be 
said is that during the time 
of general depression, this 
country has shown not only 
the ability to stand, but to 
make active progress in farm 
development. 


Southern Pacific 





You are cordially invited to use the facilities of our entire organization in any 


way we can serve you. 


“Hippodrome Bldg. Monterrey. . 
uot ..Boston Bldg. New York City—Frt. ce 165 Broadway 





Los Angeles.. 


er .Healey Bldg. Detroit. . Majestic Bldg. 

"209 Morris Bldg. Havana.. ..PiY y Margall (antes Obispo) 46 

|| 502 Protective Life Bldg. Indianapolis... A .Merchants Bank Bldg. 

.Old South Bldg. NN EC - Railway Exchange Bldg. 

‘Ellicott Square Bldg. ee Oe -Fourth & Walnut Sts. 

ixie Terminal Memphis.......... .Exchange Bldg. 

reece Dept.. _, Southern, ag 3 Bidg. ee. aeees ‘Metropolitan Life Bldg. 
————ee Dept. eee 3 W. Jackson Mexico City .. . Ave. Cinco de Mayo, No.7 

. Edificio Laxestveth 





Simply communicate with our representative nearest to you. 
. Pacific Electric Bldg. Portland........ Fourth St. at Stark re 


Uptown Pass. eee 7 531 Fifth Ave. at 44th St. 


Oklahoma City. 


i oo, vce choadueal 
iki 0:s)d wos «ones eeeen nema P. 


ND eS | eee re 
eee 
St. Louis 


Wammugton, B.C... .ccccceees 
Winston-Salem, N.C........ 613 Reynolds Bldg. 


913 Texas Ave. 








Carleton Bldg. 
Shoreham Bldg. 
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